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A Use for Old Locomotive Tanks. 











- The eee a& Western rpeommag Co., | 
OXBURG, PA., MARCH 1 | 1897. { 


TO THE EDITOR OF THE RAILROAD GAZETTE : 

Quite recently I had occasion to build a new oil room, 
in connection with which I made use of two old locome- 
tive tanks, which I was about tocut up for scrap. To 
these I made some light repairs, and at the same time 
put a partition in the rear end of each, thus making two 
tanks out of one by so doing. One part thus made, I 
use for valve oil, the other three being used for engine, 
car and carbon oils. I have them set side by side 
on a framework of such a height that the top of each 
tank is about even with the floor of acar. A platform 
large enough to hold a month’s supply of oils has 
been built on the same level as the _ tops 
of the tanks. The oil barrels can be rolled from acar 
on to the platform, anid then as the oil is wanted it can 
be emptied into each tank, and the barrels be shipped 
back. I have a steam line running under each tank for 
the purpose of heating the oil room. I also use a steam 
jet in the valve, engine and car oil barrels, by the use of 
which all the oil in the barrels can be got out, saving 
from one to two quarts on each barrel. The bottoms of 
the tanks are set high enough to allow a gallon measure 
to pass under the stop-cock which is placed in the bottom 
of each tank. The front end of each tank is placed 1 in. 
lower than the back. The coal spaces are used as waste 
bins. The whole arrangement is neat and cheap and 
has proved to be such a saving in oil that che company 
intends to build an oil room at Bennett, Pa., at once, on 


the same plan. 
W. J. DAVIs, 


Gen’l Foreman. 








An English Locomotive—Fast Running. 





LONDON, Feb. 17. 
TO THE EDITOR OF THE RAILROAD GAZETTE: 

New Great Western Locomotive.—An interesting en- 
gine has just been built by the Great Western at Swin- 
don. As far as I am aware it is the first locomotive ever 
constructed here with the firebox extending, American 
fashion, right over the wheels. This engine is intended 
more especially for working the very heavy South 
Wales coal traffic through the Severn tunnel, which has 
a gradient of 1 in 90, against the load, for two miles. It 
has 10 wheels, a leading bogie with 2 ft. 8-in. wheels, and 
six coupled driving wheels 4 ft.6 in. in diameter. The 
driving axle proper has both inside and outside bear- 
ings. The area of the grate is 35 sq. ft.; the firebox has 
115 sq. ft. of heating surface; there are 150 Serve tubes, 
244 in. in diameter, giving a heating surface of 1,400 ft. 
if measured according to the circumference in the ordin- 
ary manner, but about 2,270 ft. if the surface of the cor- 
rugations, or ‘‘fins,’’ be included. The cylinders are 20 
in. x 24 in., and the boiler pressure is at 165 lbs. There is 
an extension smokebox, whose dimensions are not quite 
equal to those of American locomotives, and the total 
weight in working order is about 93 tons. From the 
trial runs that have already been made, the Swindon 
authorities reckon that this new locomotive will be 
fully equal to taking two ordinary loads. 

Fast Running on the North British.—A dispute be- 
tween the North Eastern and the North British, which 
is a partner with itin the East Coast route to Scotland, 
in reference to the working of the service, has had an 
interesting result. For 30 years past the North Eastern 
has “horsed” the trains as far north as Edinburgh, 
which is 5714 miles beyond Berwick, where the frontiers 
of the two companies meet. A dispute; arose as to the 
terms upon which this service should be performed, and 


there has been long and complicated litigation between 
the two companies on the subject. In the result the 
North British has obtained, provisionally at all events, 
the right to work the East Coast trains over its own line 
with its own engines. 

Several of these trains have not hitherto stopped at 
Berwick, running without a stop the 12414 miles between 
Newcastle and Edinburgh. Two of them, which are 
pretty heavy sleeping car trains, are timed to do the 
journey in 143 minutes, and the road between Berwick 
and Edinburgh is by no means easy, as not only are the 
gradients long and fairly severe. but also the line for 
almost its whole length runs close to the coast, exposed 
to the full force of the North Sea gales. It was there- 
fore supposed that, if the North British insisted on their 
right to stop these trains in order to change engines at 
Berwick, they would never be able towork them to 
time. Bnt a Scotchman is not easily beaten when he 
makes up his mind toathing. The North British have 
done not only all and a good deal more than they were 
asked to do, but have delived their trains at Berwick al- 
most before the North Eastern were ready to receive 
them. On one occasion indeed the run of 574g miles was 
done in a few seconds over 52 minutes. 

W. M. ACWorRTH. 








Observations on the Track-Circuit From an English 
Standpoint. 


LONDON, Dee. 31, 1896. 

The most unguarded points in English railway work- 
ing, as regards liability to collision, are those which 
could be thoroughly taken care of by track-circuit sig- 
nals. There are hundreds of cases where, from mere for- 
getfulness on the part of either enginemen or signalmen, 
a fast train is liable to have what is called in Laacashire 
a “pitch in’ with an engine, which both signalman and 
engineman imagined to be standing on quite another 
pair of rails. 

There is in England a great lack of interest in all that 
appertains to the track circuit, although it was 
tried here many years ago by some of the old hands, and 
more recently by Mr. Sykes. One of the principal diffi- 
culties cited is the fact that many of the car wheels have 
wooden centers, and to introduce the traek circuit on 
any road would necessitate bonding the tires to the 
axles of all the cars, both home and foreign, using that 
road. But this would be, as a matter of fact, a very 
simple and inexpensive operation, and the true reason of 
English apathy in this particular rests in a desire to let 
alone what is considered well enough. ‘‘Well enongh’’ 
consists in the well-trained body of signalmen which the 
English companies have been fortunate enough to pos- 
sess for many years. When we consider that even to-day 
the great ‘majority of block working is done by non- 
interlocking instruments, there is little doubt that the 
English signalmen have made a splendid reeord, but 
traffic is ever on the increase, and the lock and block 
method _jis‘slowly gaining ground. 

It seems to me,that the ultimate guide as to degree of 
danger in any particular practice is the law of averages, 
and to be ina position to use that law, one must have 
had anu intimate connection with railroading for many 
years. Exglish railroad men have been fully aware of the 
various dangers which the track circuit is so well fitted 
to alleviate, but the remedy was usually considered part 
of the business of the interlocking depnrtment, and many 
attempts have been made to meet the case by such things 
as mechanical detector bars, but without anything like 
success. 

It is unfortunately the rule in Great Britain to separate 
the interlocking from the block work. The latter is 
looked after by the telegraph department. I know of at 
least one important road in Ireland, where the Govern- 
ment Post Office looks after all telegraph and block in 
struments. It follows that the signal question is not 
regarded in that broad sense usual in America. 





Fig. 1. 


In view of the peculiar attitude of many railroad men’s 
minds toward the track circuit, and of the various 
sound and unsound views concerning it that have found 
currency, a short description of the principles upon 
which such a circuit is operated may be acceptable. Fig. 
1 is a diagram representing the essential features of the 
ciscuit, 7 r, are the rails of a portion of track to be 
protected ; ¢ t are insulated joints; b is the battery 
usually located in a battery well, and m is the electro- 
magnet relay, which may control the signal governing 
the track, through the medium of a lock on the signal 
lever, or a ‘‘slot”’ on the signal, or in the case of auto- 
matic signals the control may be direct. When the rails 
are unoccupied by train wheels, a large portion of the 
current passes through the relay, and holds up the ar- 
mature, while part of the current leaks across from one 
rail to the other as shown by dotted arrows. The signal 
can be cleared in this position of the relay. When, how- 
ever, one or more pairs of wheels arrive, their conduc- 
tivity is so good, that practically all the current is 
short-circuited from the relay, thus causing the arma- 
ture to drop, and the signal assumes the danger posi- 


tion, which it must keep until all wheelsthave cleared 
the track circuit. 

There 1s really no great difference between an ordinary 
aerial telegraph circuit and a track circuit. The rails of 
the track correspond with the wires, and the ties with 
the telegraph poles. The chief difference between the 
two is that the telegrapb line is well insulated and 
the rails are badly insulated. In long "telegraph cir- 
cuits it sometimes happens, in bad weather, that the re- 
ceiving instrument will not work owing to a large part 
of the current leaking to earth from the line. But by re- 
ducing the pressure of the sending battery it is often 
found that enough current will reach the receiving sta- 
tion to operate the relay. The leakage is dependent upon 
the pressure, but is not proportional to it. We can ex- 
press this in a crude way by saying thatit requires a cer- 
tain pressure to break down theinsulation in some con- 
ditions of the circuit. Should this attempt fail, the 
pressure may be greatly increased above normal. when, 
if there is no positive ground connection, enough cur- 
rene is forced to the receiving station in spite of consid- 
erable leakage. 

With track circuits we can only use the first expedient, 
but then we have no such troubles as “charge and dis- 
charge,” which affect long telegraph lines. In designing 
a track circuit, we must aim at getting suitable action 
under the worst conditions of the track, such, for in- 
stance, as when the rails, ties and ballast are very wet, 
and wejmust realize that there will be of necessity consid- 
erable leakage, even under favorable circumstances. In 
fact, the whole question is one of comparative conduct- 
ivity between the circuit we wish the current to follow 
and the multitudinous other circuits across the ballast. 
It is of little use to attempt to make a successful circuit 
through track laid on metallic ballast, such as slag® 
Broken stone or gravel makes a good insulating ballast. 
“are should be taken to make & good and durable elec- 
trical connection between rail and rail by means of bond 
wires or strips, andto insulate the ends of the rails at 
both ends of the circuit. The question has been raised 
as to the practicability of the circuit over iron or stee 
structures. Theory would show, and practice has proved, 
that there is less leakage in such cases where no ballast 
is used. I should, however, anticipate a good deal of 
trouble in case steel ties are used. 

The main objeet in view, then, is to offer as little re- 
sistance as possible to the passage of the electric current 
by way of the circuit, which consists of the battery, 
rails, relay and insulated wire connections. The resist- 
ance of all wire connections should be almost negligible. 

If we have too much pressure in our battery, we shall 
in bad weather lose nearly all our current by leakage. 
In practice we find we are limited to about 1 volt 





Fig 2. 


pressure. This we obtain from one jar of Daniell’s bat 
tery. The Edison-Latande battery has been applied with 
success, but the maintenance of these batteries would 
probably be a much more formidable item than that of 
the gravity type so much used in America. We are also 
limited under usual conditions to track lengths of half a 
mile, 

The ideal supply of current would be such as is ob- 
tained from a constant potential dynamo. 

The battery jars should be joined in multiple, so as to 
decrease the resistance without increi-ing the voltage. 

In constructing the track circuit relay special care 
should be taken to obtain very soft iron cores and arma- 
ture, as the latter, in order to work in bad weather, will 
require to operate rather delicately, and, at the same 
time, we must be on the safe side, so that the armature 
will not stick to the poles through residual magnetism. 

In winding a magnet for lock work, with wire connec- 
tions, we should be governed by the critical economic 
point, say 1,400 ampere turns per square inch, but in 
case of a track circuit magnet there should be only 
enough winding in the helix to generate lines of force 
sufficient to operate the relay and be on the right side. 

Improvements might be made in the rail joint insula- 
tions, as they are at present not very satisfactory, froma 
mechanical standpoint. It seems to me that a strong 
joint could be made by having a self-insulating plate, 
with a transverse insulation grooved and bolted by steel 
bolts, and applied to the rail like an ordinary fish plate. 
The rough idea is shown by Fig. 2 

The following table of conductivity of steel rails, in 
terms of copper, is taken from a little book explaining 
the ‘‘Electric Booster,’ and will be found useful in cal- 
culating the resistance of various rail sections. To the 
resistance of the rail must be added that of the bond 
wires, connecting wires and magnet helix to obtain the 


external resistance. 
Equivalent area in circular 
mils of copper for same 


Weight of — per yard, lbs. conductivity. 
997,200 


Decccccsccccescccceseveccesesess Giga 





51,2! 
"772, 800 
0 
Resistance = — where Z = neal infeet, 4 = area 
in cir. mils in terms of copper, 
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How are we to safeguard our signal circuits when the 
high potential current has been rendered practicable for 
the propulsion of trains ? We shall have to deal with 
all the subtleties of induction. But perhaps that is 
looking too far ahead. 

Although it is folly to put down track circuit on roads 
that are not prepared to maintain it, it appears certain 
that where there is complex paying traffic railroads 
should be prepared to sacrifice a good deal forthe pro- 
tection which no other system will approach in com- 
pleteness. ARTHUR H. JOHNSON. 
Compressed Air at the Topeka Shops of the Atchison, 

Topeka & Santa Fe. 





@ONTINUED FROM PAGE 43.) 
Blacksmith Shop. 

Fig. 14 isa pneumatic press which acts as a bulldozer 
for bending iron bars, etc. It has a 24-in. cylinder with 
two pistons. The dies are, of course, readily removable. 
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Fig.22.—Chuck for Grinding Steam Pipe Rings. 


Fig. 15 isa machine used 
for scarfing the ends of the O 
continuous draft rods pre- 
paratory to weld‘ng them to- 
gether. A 12-in. cylinder op- 
erates the scarfing lever, 
while an ordinary 8-in. 
freight air-brake cylinder 
moves the dies or clamp 
holding the rod in position. 
Two stiff coil springs are 
used in connection with the 
sliding wedge on the end of 
the pisten rod for the 8-in. 
cylinder. The whole ma- 
chine is mounted on a cast- 
iron pedestal, and is made to “ 
revolve easily on ball bear- 
ings. By this machine the roa 
ends of the reds are scarfed 
quickly and uniformly, soas 
to make a nice welding joint. 

The upright hammers, 
with the exception of the 
large 3-ton one, are now op 
erated by air instead of steam 
and a helve hammer is also 
run by the same motive 
power. 

Machine and Locomotive 
Repair Shop. 





Fig. 16 shows an ingenious 
and useful tool by which 
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crown bar bolts are cut to a 
taper or driving fit below 
the head. This is done by 
means of adie A which is 
held stationary in the die 
holder Z while the bolt is 
held in a kind of chuck Cin 
the machine, and made to 
revolve while the die is 
meved up by a screw carried 
on the bed of the machine. 














By this means perfect uni- 
formity of taper is secured, 
and the work is done more 
rapidly than by turning it to 
ataperinaiathe. The mo- 
tor in this machine is one of 
the small rotary air engines 
described in Fig. 4. The ro- 
tary engine is not shown in 
the illustration,but is geared 
to the wheel J. A reamer is 
employed to cut the same 
taper in the crownbar. 

Fig. 17 isa pneumatic hoist 
for quartering machine. It 
consists of a 12-in. cast- 
iron cylinder mounted on 
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Fig. ‘20.—Cylinder Boring Machine. 
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Fig. 15.—Draft Rod_Scarfing Machine, in the Topeka Shops of the Atchison, Topeka & Santa Fe. 
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wheels. ‘the air is admitted through a flexible hose at- 
tached to the bottom of the cylinder. The piston and 
piston-rod are cast in one piece, the rod being of a large 
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Fig. 18.—Overhead Hoist for Axle Lathe. 


diameter, 1014 in., in order to secure greater stability. 
In order to secure the same lift for driving wheels of dif- 
ferent diameters, the forked carrier is mounted on a 
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Fig. 17 —Pneumatic Hoist for Quartering Machine. 


large square threaded screw which works in a nut set in 
the top of the piston rod. The carrier is also swiveled. 
This hoist is run on its own track beneath the axle on 
which the driving wheels are mounted; the carrier is 
adjusted by means of the screw, and the air applied to 
lift the driving wheels. It is then run to the quartering 
machine or wheel lathe, and the pair of driving wheels 
centered. This hoist has been found much more adapted 
to the purpose than an overhead hoist. 

Fig. 18 is an overhead hoist for axle lathe. It differs 
materially in construction from the hoist illustrated in 
big. 11, and is so designed as to meet the requirements 
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of space overhead. Over the pulley A runs the cable at- 
tached to the device for gripping the axle. The wheels 
B run on an overhead track or carrier. 

Fig. 19 is a cylinder port 











milling machine worked by 
= one of the small rotory en 
It gines, A, described in Fig. 4, 





275” geared to the top of the 
spindle of the milling ma 
chine. The machine is at- 

















ec tached to the cylinder by 
en f bolts screwing in the holes 
si eeaeianii | for the studs which secure 
— r the steam chest. With this 
' Yq machine all of the ports in 
l | one cylinder can be milled 











out in less than two hours, 
making also a much better 
job than can be done with 
hammer and chisel, and re- 
quiring but a fraction of the 
time taken in the latter way. 
Fig. 20 is a device for boring out cylinders, the motor 























in this case also being an air engine. 
Fig. 21 is the pneumatic attachment for operating the 
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Fig. 16.—Crown Bar Bolt Cutter 
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driving wheel rollers when setting the valves on a loco- 
motive. In this case also the small rotary engine A 
furnishes the power. The reverse motion is given to 
the rollers by the lever B which throws either the bevel 
gears C or D respectively into gear with EF. 

Fig. 22 is a chuck for grinding steam pipe rings. It 
is operated by one of the rotary air engines in the same 
manner as a drill or tap, and of course permits a great 
saving in the time required to do the work. 

In addition to the foregoing, are, a pneumatic press 
for squeezing oil out of old waste, which has proved 
very useful, as much as four to six gallons being 
taken from the waste in journal boxes of a tender; a 
centrifugal oil extractor for removing oil from lathe 
cuttings; an air motor or switcher for dead locomotives 
around the shops or roundhouses; and a ram for taking 
out; crank pins. Air is used also for blowing up loco- 
motive fires and in operating the small portable forges. 

Fig. 23 shows the pneumatic press used] in the tin 
shop. jIt is employed to stamp out tops of oil cans, etc., 


























Fig. 21.—Rotary Attachment for Driving-Wheel Roliers. 












































Fig. 14.—Pneumatic Press. 
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by dies attached to the piston rods. The large central 
cylinder can be used alone or the three can be used to- 
gether by means of the piece A. 

(10 be continued.) 





Some New Street and Flectric Elevated Railroads in 
Europe. 


Electric Line in Vienna.—Many of our readers are 
probably interested in the electric road which has been 
under construction at Vienna for some months. This 
line was opened for regular passenger service on Jan, 28. 
and, with but one exception, is the first modern electric 
road in that city. We have condensed the information 
contained in the Railway World (London), for February, 
and give only the more important facts. The line has a 
double track and is six miles long. This new road is 
about one-eighth of the entire length of lines oper- 
ated by the Vienna Tramway Company, the total being 
94.7 miles of track. All the electric work has been done 
by the Union Electric Company, of Berlin, which has a 
license for the use of the Thomson-Houston apparatus. 

Power will be supplied from an electric lighting sta- 
tion. The cars will be operated by a 500-volt current 
which will be conducted to the trolley wire at three 
points by means of underground, armored, feeder cables, 
supplied by the Cable Manufacturing Co., of Penzing. 
Special precautions have been taken for the protection 
of the telephone and telegraph wires which are in the 
vicinity of the feed and trolley wires. 

Thirty-five motor cars comprise the rolling stock of 
the new road. These are of the four-whevled type with 
a wheel base of 6 ft.4 in. in length, and there are two 
Thomson-Houston 20-H. P. motors of the G. E. 800 tyne. 
The cars are lighted by 10 incandescent lamps of 16 can- 
dle power cach, and petroleum lamps are also placed 1n 
the cars for emergency use. The average speed is 12 
miles an hour in spite of the fact that the line passes 
through some of the busiest streets of Vienna. 

Edinburgh Cable Roads.—It is probable that within 
a few months construction work on the street railroads 
in Edinburgh will be begun. The gage will be 4 ft. 8 in. 
and the streets are to be paved for at least one-third of 
the total length of the cable line with especially dressed 
granite. In this road there is not much level track, the 
steepest grades on the work now under construction 
being 1 in 11 or about nine per cent. Those in charge of 
the work state that the cars will round the curves ata 
slow speed, and if this is accomplished it will be an ad- 
vance in cable construction. On the curves a side pull 
of the cable is taken by a roller in the upper part of the 
shank rolling on the vertical face of the slot rail. The 
right-angled curves vary from 52 ft. to 64 ft. 

Four cables will run from the Tallcross Station. It 
was originally planned for a fifth cable, but in view of 
the arrangements which were made last December for 
the purchase of the Edinburgh Northern Company’s 
lines by the Town Council the plans were somewhat 
changed. The machinery in the power houses at Tall- 
cross and Shrubhill will consist of five pairs cf engines, 
three pairs of rope pulleys for transmission of power to 
the counter-shafting, two sets of auxiliary engines, 
three sets of barring gear and four cranes, besides all 
cable-driving pulleys and the usual auxiliary appliances. 
The engines are to be compound non-condensing with 
each cylinder placed to work side by side in a horizontal 
position. 

The Jungfrau Electric Railroad.—According to pub- 
lished accounts, this electric road to the top of one of the 
highest of the snow-clad Alps is still under negotiation. 
It is stated that the total length of the line will be 7.6 
miles, and the line leaving Petit Scheidigg at an altitude 
of 14 miles above sea level reaches a height of 13,430 ft., 
at the foot of the elevator at the summit, the total rise 
in the 7.6 miles being 6,555 ft. The speed is limited to 5.3 
miles an hour, and the trip to the top will consume 96 
minutes, There will be five intermediate stations. The 
estimated cost is $2,000,000. The maximum grades will 
be 25 per cent., and the minimum radius of curves is 
fixed at 328 ft. The motive power will be furnished by 
two waterfalls, with a combined capacity of of 4,500 H. P. 
The electric conductors will be overhead, and the general 
arrangement of the roadbed will be the same as that 
adopted on the Mont Saleve electric rack-railway near 
Geneva. The power plant will be sufficient to keep three 
trains moving over the road with a combined capacity of 
200 passengers. The estimated power necessary is 1,400 
H. P., divided as follows as to use: For traction, 667 H. P.: 
lighting the tunnels, 50 H. P.; lighting the carriages, 8 
H. P.; heating the carriages, 120 H. P.; lighting the sta- 
tions and handling the elevators at the terminus on the 
Jungfrau, 200 H. P., and for loss in transmission, 280 
mm. . 

The Budapest Intramural Railroad.—The Intra- 
mural Railroad, of the Budapest Millenium Fair, 
is an overhead electric line connecting on the fair 
grounds with the underground electric road described 
in our issue of July 31 of last year. It is located in the 
center of the main boulevard, is one mile long and has 
maximum grades of two per cent. The T-rail track is 
imbedded in the macadam roadbed, and consists of four 
rails on crossties, two running and two guard rails, each 
weighing 14.15 lbs. per yard. The gage of the road is 
but 2 ft. 

The trains consist of a motor car and three 15 seat 
open cars, which weigh dead 5 + 3 x 1.5=9.5 tons. 
They run at 10 minutes headway, and travel from 60 to 
75 pay milesaday. The motor cars, one of which is 
illustrated herewith, are built on the American electric 


snow sweeper type with motors above the floor. The 
two double reduction motors are four-pole machines 
and wound for 300 volts. The road carries from 2,000 to 
7,000 passengers a day. 

Liverpool Overhead Railway.—In 1889 the construc- 
tion work was begun on the overhead electric road in 
Liverpool. During the past four years we have fre- 
quently spoken of the methods of construction and of 
the cost of operating this line.* The northern extension 


was opened in 1894, and the southern extension, which is 
now under construction, will connect the suburbs of 
Seaforth and Waterloo with those of Shefton Park and 
Prince Park. This southern extension, which will be 
five-eighths of a mile long, enters a side hill at the 
northeast corner of one of the dock yards and proceeds 
in a southeasterly direction to Park road. The land of 
the Dock Board is crossed by one span of about 200 ft., 
the main girders being of the lattice type with parallel 
booms. The tunnel is under house property the entire 
length, so that it was necessary to sink five shafts 10 fé. 
square, from the bottoms of which 11 and 12 ft. headings 
were driven in each direction, and the greatest error in 
line and level was less than 84 in. The tunnel portion is 
about 800 yds. in length and is almost entirely through 
red sandstone rock of a very treacherous character. The 
shield used in the construction was made of 8 in. x 5 in. 
H steel joists of 4 ft. 3in. centers bent to the radius of 
the tunnel. 

he terminal station of the extension is situated at 
Park road, below the road level. This underground 
station will consist of a platform with suitable sidings 
for the accommodation of trains and will be ventilated 
by a large upcast shaft. 'The access to the station will 
be by means of a subway ata gradient of 1in 14. The 
two new engines in the power station will be of the 
Corliss horizontal surface condensing type. having 31-in. 
cylinders, with a piston stroke of 3 ft. Each engine is 


built to give 4001. H. P. as an economical load when’ 


running at 100 revolutions per minute, with a boiler 
pressure at 120 lbs. The cylinders of the new engines 
are of the four-valve Corliss type, and instead of being 
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Electric Motor Car in Budapest. 


cast in one piece are each built up with four principal 
castings. The output of each dynamo is 500 volts at 420 
revolutions per minute, and the magnets will be of the 
single horseshoe type, with the poles at the tup. The loss 
in hysteresis, eddy currents, winding, etc., amounts to 
6,000 watts, so that the commercial efficiency at full load 
will be nearly 96 per cent. The above particulars, which 
are contained in a paper read before the British Associa- 
tion at Liverpool by Mr. 8S. B. Cottrell, the General 
Manager of the road, may be supplemented by the fol- 
lowing table, showing the dissection of cost per train- 
mile: : 
Pence Pence 
per train per kilo- 


Half-year ending June 3°, 1896. Inile. watt. 
Generating station: 
TOMA. accwscasancencud nbaeeeuuneerreeeskenee 491 115 
EMO =. ca cchanea aeocase eas aveGagoneeroneees -016 003 
NONE oss oh ann snscaphensaneoeneese ese aneee 164 038 
VOOR 0s es iccw-sieine weetee ee ee povisinaisaentae | 176 
Repairing department: 
REUNION. since es cauosnaiss Giese cuake-omeumereer 2425 .099 
EMIS wees awe’ i's va ve aise seve seusaantmers oraere 321 -074 


sake sauivu i pabubiwesewatreneemeuan eine 1,229 287 
DE cvccmacnessanesounresnrssnonewosces 3.409 "793 
Pounds'of coal pe train Milos osiiescccceseseccndeveascoass 18.24 
Pounds of coal per kilowatt............. Semmes Nenaiennacenen 


To meet the increased traffic, which is expected from 
this southern extension, the directors have thought it 
wise to plan for an increase in the size of the trains, to 
include three passenger cars. The entire number of pas- 
sengers carried on the Northern extension is now over 
715 millions a year, and about 60 per cent. of the seating 
accommodations was occupied during the half year end- 
ing June 30, 1896. The road has been working on the 
Zone system, and but two classes of passengers are car- 
ried. 

Particulars of the new motors built by the Electric 
Construction Company are given in the following table : 


Weight Weight Draw-bar pull. 
of arma- magnets as“ SN Miles 
ture Ex, and With With per hour 
—. attach- 120 60 with Max. 
8. ments, amps, amps. 450A. efficiency. 
2,184 6 066 2,030 680. 26 86 e 


The motors now run an average of 42,000 miles before 
requiring repairs, in which time they earn more than 
$10,000, and can be renewed at a cost of $125. During 





_* For previous articles see issues of Oct. 7 and Nov. 4, 1892; 
Feb. 17, 1893; March 16 and 30, Aug. 17 and Dec. 14, 1894. 5 


the past year experiments were made with a pneumatic 
painting machine, the result being to reduce the cost 
nearly one-half. 

Improvements in the Electric Roads of Lyons.—In 
1894 the motive power of the Oullins line of the Omnibus 
& Tramway Co. was changed from horse to electricity, 
the French Thomson-Houston Co. having charge of 
the installation. Such excellent results were obtained 
from the new motive power that the director 
of the company, M. Bonnet, advocated operating 
the Lyons-St. Fons-Venissieux line by electricity, which 
was done the following year. These roads are each 
514 miles in length and are operated from separate 
power stations. In an article by Emanuel Kohne in the 
last number of the Street Railway Review the improve- 
ments are spoken of at some length. He states that the 
rails weigh about 35 lbs, to the yard, and it was found 
that the joints of these could not stand the 
pounding due to the increased speed of the 
cars, so it was at first decided to remove the 
old tracks and replace them by a much heavier rail. A 
satisfactory substitute was, however, found in the Falk 
cast welded joint and the work of improving the track 
was begun in December last, under the supervision of 
Mr. Hoffman, of the Falk Manufacturing Co., of Mil- 
waukee. Since that time, the joints have been cast at a 
rate of from 70 to 80 each night, and the work has proved 
so satisfactory that the company has been awarded the 
contract for welding all the joints of the track which is 
operated by the Omnibus & Tramway Company. This 
will make in all about 33 miles of improved track, the 
cars of which will eventually be operated by electricity. 

The new central power station, which is now being 
built, will comprise four 400-KW. Thomson-Houston 
generators, direct connected to horizontal steam engines 
made by Piquet, of Lyons. The current will be con- 
veyed to the cars by an overhead wire, except for about 
three-quarters of a milein the heart of the city, where 
the cars will receive the current from surface contact. 
The feeders will be ordinary armored cables laid in the 
ground, no tile or conduit being used. The rolling stock 
will consist of 150 cars, 50 of which will be double-decked 
horse cars remodeled. 








Lease of the Boston Subway. 





By the terms of the Subway Act passed in 1894 the 
Transit Commission was authorized to contract with 
any company or companies for the use of the subway 
during aterm of years not exceeding 50. When, how- 
ever, the time came to make this contract and it was 
found the Commission favored the full term authorized, 
considerable opposition was manifested by that party, a 
strong one in Boston, which we may call the municipal- 
ization party. Two bills were introduced in the Legis- 
lature, one calling for a limitation of the term of lease 
to 10 years, and providing that any such contract might 
be terminated at any time by the Commission on 60 days’ 
notice ; the other forbidding the making of any contract 
for the exclusive use of the subway. There was alsoa 
good deal of talk about municipal operation of the sub- 
way, and even of the entire street railroad system. As 
to length of term of contract, some favored 10, some 30 
and some 40 years. While the two bills above mentioned 
were under consideration, a statement was made (May 
16, 1896) by the Commission of the'r views on these bills, 
an extract from which is given below: 


“FRoraterm not exceeding 50 years. we are confident 
that a contract could be made on such terms that the 
tax levy of the city of Boston would not be increased in 
consequence of the outlay for the construction: or, in 
other words, tbat an annual payment for the use of the 
subway could be secured which would be sufficient to 
pay the interest on the debt incurred, and also such 
further sum as might be necessary to create a sinking 
fund sufficient to pay the debt at its maturity. Thus, at 
the end of 40 years, the term for which the bonds run as 
fixed by said law. the city would be the owner of the 
subway, fully paid for by its income, without any tax 
levy. Itis clear that a corporation negotiating for the 
use of the subway would not be willing to pay so large 
an annual rental for a short-term contract as for a long- 
term contract: and yet a shert-term contract would 
naturally result in a larger expenditure by the city 
from time to time for repairs. alterations. and for equip- 
ment with electrical plant, etc. Especially would this 
be the case at the end of each term, when negotiations 
for a new term are in progress. 

“Tt may be true that the value of the subway will in 
the future prove to be greater than at present antici- 
pated, but it must be born in mind, on the other hand, 
that if the policy of short terms is adopted it will be for 
the interest of the corporations using the subway to 
depreciate its value, and from time to time to ask for 
large expenditures for repairs and alterations. The 
short term is, therefore, more speculative and the long 
term more conservative. 

‘The provision that the Commission can terminate 
the contract at any time upon 60 days’ notice weuld 
further diminish the amount which any street railway 
would be willing to pay. No advantage would 
accrue tothe public at all commensurate with the cer- 
tain loss. Street railway companies can only get access 
to the subway over the streets of the city of Boston, and 
of the adjoining cities and towns. Ifastreet railway 
company, which has contracted for the use of the sub- 
way, fails to serve the public properly, a revocation of 
its right to pass over such streets would place it ina 
position in which it would be under contract to pay a 
large annual rental for a piece of property which it 
could not utilize to advantage. The control of the mu- 
nicipal corporations over it would be no less than at 
present. Such control might be greater than at pres- 
ent. 
‘‘ Passing now to the consideration of the second bill 
which forbids the making of any contract for the exclu- 
sive use of the subway, this bill will also further dimin- 
ish the amount which a street railway company may be 
willing to pay. 

‘3 Other disadvantages would result: With saveral cem- 
pating corporatioas inlapanisntly using tha sudway 
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under separate leases there would be a clashing of inter- 
ests, from which the public is likely to suffer. The 
chance of accident would be greater and the responsi- 
bility for accident less easily determined. 


‘* Results which will better promote the interests of 
the public and at the same time be more conservative, 
and which will insure more efficient service by the street 
railway companies, can be secured under the law as it 
now stands,’ 


The second of these bills failed of passage, and the 
sixty days’ notice provision was also abandoned; and the 
limiting term of contract was finally fixed at 20 years. 

Negotiations for the use of the subway were opened by 
advertisement on June 19, 1896; three applications were 
received, namely, from the West End Street Railway 
Company, from Geo. A. Lancaster and J. H. Mellen 
and from the Lynn & Boston Railroad Co., the latter 
merely asking that their present contract right to run 
their cars over the tracks of the West End Company to 
Scollay Square should not be interfered with. The 
latter application was embodied in the actual contract. 

Practically there was in Boston but one possible second 
party to the proposed lease, namely the West End Street 
Railway Co. The question was, therefore, whether this 
lease should be made exclusive. The proposal to make 
it so called forth renewed opposition from the munici- 
palization party. These had a hearing by the Transit 
Commission on Nov. 28 last. After stating the ad- 
vantages of municipal operation, they demanded: 1. 
That no company should have an exclusive lease. 2. 
That the lease should be for the shortest term possible. 
3. That the income from the subway should be based on 
a toll forevery passenger-car passing through it. It wes 
claimed that it was dangerous to give a monopoly of so 
important service to any private concern, especially for 
a long term of years; and moreover, that at the expira- 
tion of a few years the subway willhave become so in- 
valuable as to be worth a great deal more than can at 
present be obtained for the use of it. The toll was be- 
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subway is to be kept by the railroad company and the 


rental to be computed and paid quarterly. 

The object attained by the definite percentage on the 
net cost is that for which hopes were entertained at the 
outset of the work—namely, that the subway, when 
built, would rent for sufficient to pay the interest on 
the debt and the sinking fund requirements, so that the 
taxes of the city would not be increased in consequenc 
of the outlay. The money thus far borrowed has been 
obtained at a little less than 314 per cent. Computation 
shows that 13¢ per cent. per annum paid into a sinking 
fund and invested at 3 per cent. will in 40 years (the 
term of the bonds) create a fund adequate to pay off the 
principal. The bonds having thus been paid, any in- 
come which the city receives thereafter for the use of 
the subway will be clear profit. The net cost of the 
subway as thus far undertaken will approximate 

$5,000,000, so that the annual rental will at present be 
about $250,000. 

In order to provide for increasing value and use of the 
subway, the toll clause is introduced. This will not be 
operative, however, at present, as the tctal number of 
cars now run on the routes which are to use the subway 
would give a rental of only about half the minimum re- 
quired by 4% percent. of the cost of construction. If 
the traffic in the subway increases as rapidly as the sur- 
face traffic in Boston has increased, the toll clause should 
be operative in about tex years. 

Some further provisions of the lease are as follows: 

Unforeseen accidents, not due to the negligence of the 
company, causing suspension of use of the subway, 
shall be allowed for by proportionate abatement or sus- 
pension of the rental. 

If at any time the rental remains unpaid for more than 
three months after it is due, or if the company fails for 
a period of three months to operate its railroad, except 
for causes due to accident from without or physical ob- 
struction not due to the company’s negligence, the city 
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panied by smoke, steam or other noxious products , such 
power, except electricity, to be subject to the approval 
of the commission. Neither steam nor animals to be 
used except temporarily in case of emergency. 

Subway and cars must be properly lighted by the rail 
road company by electricity or other approved means, 
No illuminating gas allowed, nor any explosive agent. 

Subway to be repaired and maintained in good order, 
dry and clean, and to the satisfaction of the commission 
at the expense of the company; except as to accidents, 
such as acts of God, public enemies, street and other dis- 
turbances outside the subway, etc. 

The city not to be responsible for damages resulting 
from defects in the subway, structural or otherwise, or 
for damages to persons or property in the use of the sub- 
way ; and the railroad company must defend and indem- 
nify the city in any legal proceedings; except, as before, 

as to those arising from acts of God, public enemies, 
ete. 

All tracks to be removed from Tremont street between 
Scollay square and Boylston street; and from Boylston 
between Tremont and Park square, according to the 
Subway Acts; and the pavement to be restored at the 
expense of the railroad company and no claims made for 
damages. The right to lay tracks on these streets on 
these streets cannot be granted to any other corporation 
during the period of the lease. 

After the expiration of the Transit Commission, their 
powers to be vested in the Railroad Commissioners, 
until some other tribunal is designated by law. 








New Electric Conduit Lines in New York. 

In June, 1895, the Lenox Avenue line of the Metropol- 
itan Traction Company began to operate by electric 
power. This electric conduit road was an experiment, 
and in formulating the plans the company proceeded on 
the most conservative lires. The conduits were built in 
























Fig. 1.—Section Through Manhole in the Proposed Underground Conduit Lines of the Metropolitan Traction Co., New York. 


lieved to be the proper solution of the problem, ad- 
mitting all companies and their cars on an equal foot- 
ing. 

In the lease as finally adopted, which has been now 


may terminate the contract and take possession of sub- 
way. 


No additions or alterations may be made except with 


approval of the commission, and no use may be made of 


ratified by all the necessary authorities, the toll prin- 
ciple has been combined with that of a fixed minimum 
rental. The terms of the lease are for the full xsuthorized 
period, 20 years, and give the West End Co. the exclusive 
use, for railroad purposes, of the entire subway, both 
that now and that hereafter to be built, during that 
period. The term is reckoned from the time when the 
tight to use the subway first accrues. 

The compensation is fixed as follows: A minimum of 
43 per cent.on the net cost of the subway, providing 
this is not more than $7,000,000, the amount authorized 
to be expended by the Subway act. Further when the 
amount determined by a toll of five cents for each pas- 
Senger car making a trip in one direction through the 
subway shall exceed the former, then the compensation, 
Shall be this latter sum. The passenger cars on which a 
toll of five cents is reckoned are limited to 25 ft. in 
length; all of greater length must pay toll proportionate 
to their length. A record of cars passing through the 


the subway except such as is necessary to the operation 
of the railroad. An exception is made of news-stands 
on the platforms. Animportant exception is also made 
of wires, conduits for wires or pneumatic tubes, the 
privilege for placing which within the subway so as not 
to inferfere with traffic may be leased by the company. 

The city of Boston may place police and fire-alarm 
wires in the subway free of cost. 

The railroad company to furnish and install the com- 
plete equipment necessary to operation, including tracks 
and ballast, wires, lights, pumps, fans and other venti- 
lating apparatus, machinery, piping, etc. 

This equipment to be taken and paid for by the city 
whenever the railway company ceases to occupy the sub- 
way, ata valuation determined by the Railroad Com- 
missioners. 

The power used in the subway for both cars and ma- 
chinery shall be either electricity, compressed air or 
some other agent, the use of which will not be accom- 


accordance with cable road coustruction in order that 
should the new system prove unreliable the apparatus 
could be removed and the cable put in its place. The 
experiment, however, proved successful and the com- 
pany has completed the preliminary plans for the re- 





Fig. 2.—Section of Manhole Through Center of Slot, 
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Proposed electrie conduit roads shown by heavy black lines, 


Fig. 8.—Street Car Lines of the Metropolitan Traction Co. New York 


construction of a part of its road. The heavy lines 
on the map in Fig. 8 show the location of the proposed 
conduit roads. 

The construction of the underground contact ap- 
paratus is simple. The contact pieces shown in 
Fig. 7 are suspended from the car truck and press 
against the flat surface of the two iron conductors, 
running the entire length of the conduit and placed 
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Fig 3 —Section of Conduit at Insulators. 
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Fig. 4.—Section Showing Yoke Construction. 
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3 in. on each side of the center-line of the slot. These 
conductors are suspended from the ceiling of the con- 
duit by insulators, shown in detail in Fig. 3, ata dis- 
tance of 14in. below the slot. The return current, in- 
stead of following the surface rails, returns by one of 
the two conductors: 

There are manholes 4 ft. 10 in. in depth, 4 ft. long and 
17 ft. 2in. wide. Fig. 1 shows a section through one of 
these at right angles to the rails. These are placed 200 
{t. apart, and are drained by a basin H, which connects 
with the sewers ateach opening. This construction is 
similar to that used on the Lenox avenue line previously 
referred to; but the yokes and other metal parts will be 
of much lighter construction, and alsvu the conduit will be 
wider but not as deep. The ducts D carry the feed wires 
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Fig. 5 —Cross-Section of Conductor Rail. 


for the electric road, and are connected to the conductor 
rail from which the car takes power in the same way as 
the feeder wires are connected with the overhead wire in 
a trolley road. The city wires are in a separate main 
near one of the sidewalks. The upper part of Fig. lisa 
half section view of the yokes, and E shows their out- 
lines; the detailed construction is shown in Fig. 4. Fig. 
2is a section through the slot, and shows the manner in 
which the yokes are secured to the concrete foundation. 

Fig. 3 is a sectional view of the insulator. The lower 
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Fig. 6.—Cross-Section of Slot Rail and Girder Rail, 


part of the framework as far up as MN is one casting. 
The part of the insulator marked P is made of porcelain 
and made so that the castings to which the conductor 
rails are fastened can be easily put in place. The part 
Cis a cement lining to the insulator for the purpose of 
holding the porcelain firmly in the iron cap G. The 
cement is not relied upon as an insulator, the porcelain 
answering that purpose. The opening marked A is 
merely a projection on the 
casting, which is cast thus 
in order to preserve the 
proper distance between the 
iron and porcelain when the 
porcelain is placed in pcsi- 
tion in the iron shell before 
the cement is poured in. Fig. 
4 isa sectional view on the 
line 4B of Fig. 3. 

Fig. 5 shows the shape of 
the conductors. These 
weigh 21 lbs. to the yard. 
The track and slot rails are 
shown in detail in Fig. 6, 
while the method of holding 
the latter in place is shown 
in Fig.1. The tracks will 
weigh 107 lbs. to the yard 
and will be 9-in. girder rails 
30 ft. in length, and it witl 
be interesting to note that 
this will be the first 9-in. 
rail to be used in New 
York. The slot rails will 
weigh 57 lbs, to the yard. 

The sliding contact shown 
in Fig. 7 is supported on 
spring leaves so that the con- 
t ct pieces are pressed out- 
wardly against the conduc- 
tors. These contacts are 
suspended from a longitudinal bar bolted to cross 
beams fastened to the truck and constructed of two 
sheets of steel each laid upon a plate of some non- 
conducting material. The two sheets of the fiber are then 
brought together enclosing strips of copper conductors 
connected at the top to the motor cables and at the bot 
tom riveted to the two pieces of sheet steel referred to. 
These run on each side of the plow and serve as supports 
for the hinges which carry the sliding contact pieces 





Fig. 7. 


The map (Fig. 8) shows the lines of the Metropolitan 
Traction Company. The light black lines represent the 
reads at present in operation. The breken lines with 
small circles between the dashes show the location of the 
proposed lines in December, 1894. A few of these have 
since been constructed. The heavy black dots show the 
location of transfer stations of the Metropolitan Traction 
Company and the heavy broken line on Lenox avenue 
gives the location of the present electric conduit road. 
As previously stated, the heavy line shows the routes 
where the change will soon be made from horse to elec- 
tric power. As yet no contracts have been given for the 
construction, but a large part of the apparatns has been 
ordered and the company is realy to begin work as soon 
as the necessary rights have been granted. 








Car Accountants’ Annual Meeting. 





The 22d annual convention of the International Asso- 
ciation of Car Accountants met at the Royal Hotel, New 
Orleans, on Feb. 23, with an attendance of nearly 200 
members, much larger than usual. Some three-fourths 
of those who attended went from Chicago to New Or- 
leans in a special train of eleven Pullman cars, which 
was furnished free by the Illinois Central. Most of the 
rest assembled at Atlanta, and travelled thence in a 
special car in charge of Mr. E. C. Spalding, of the 
Southern Iron Car Line. 

The sessions were well attended. The discussions were 
intelligently and ably conducted by men whose object 
seemed to be toaim at the right course in every diffi- 
culty. 

President McKay was unavoidably absent and the 
chair was occupied by Vice-President J. J. Merrill (C. 
B. & N.). 

The usual preliminaries of opening the meeting com- 
prised a speech by Mr. S. H. Church, of the Pennsylvania 
lines west of Pittsburgh, introducing the Mayor of New 
Orleans, who delivered the address of welcome. This 
was gracefully replied to by Mr. Merrill. 

The report of the Committee on Office Methods and 
Accounting gave the results of two years’ work, em- 
bracing a full set of blanks showing the system of rec- 
ords and accounts in every railroad office on the Ameri- 
can continent. The committee has held many meetings, 
and the report was exhaustive. The recommendations 
brought almost every young car accountant in the 
chamber to his feet, each man prepared to defend his 
own methods, and it seemed that the entire practical re- 
sult of the Committee’s labors was going to be lost,when 
one astute member solved the difficulty by moving that 
the report, together with the blanks recommended for 
standard forms, be printed and sent toeach member, and 
that the Association recommend the general adoption of 
all of the forms ‘‘wherever found practicable.’’ This mo- 
tion was unanimously adopted, and the blanks will from 
time to time be put in use by those who do not already 
use them. 

The report of the Committee on Car Service, published 
in our last issue, was the most interesting feature of the 
meeting, as shown by the general discussion which it 
received. This report recommended that common box 
ears which are classed as refrigerators should be care- 
fully excluded from receiving the refrigerator car ser- 
vice rates; that demurrage associations should be en- 
couraged; that line marks on freight cars were a 
restriction on the free movement of such equipment; 
that advertising signs on cars should be rigidly ex- 
cluded; that while car seals were necessary it did not 
seem to be expedient to maintain any elaborate car seal 
records; and that the diversion of foreign cars should be 
prevented. This report took up the old question of per 
diem, and declared that the per diem plan was desirable in 
order to secure honest mileage returns. The report closed 
as follows: ‘Your committee furthermore recommends 
that it should be made one of the principles of your 
association that when any railway officer designedly 
withholds mileage with intention to defraud, he shall 
never, if a member of this association, be elected to any 
office, nor appointed on any committee.”” As soon as 
this sentence was read, Mr. T. R. Limer took the floor 
and moved that the words be incorporated into a motion 
to express the feelings of the association on the subject, 
and it went through witha whirl. If there are any 
members of the association who have not made a clean 
defense against the charges of cutting mileage, by pro- 
ducing their books for inspection, this resolution is a 
practical and final expulsion from the future delibera- 
tions of the association, and the members who adopted 
it seem to have looked upon it in that light. 

The last item in the report was that on the large car 
question. Mr. Ripley, manager of the Western Classi- 
fication Committee, was present and took an active part 
in the debate, assuring the members that he understood 
their difficulties and was now at work to obviate as 
many of them as it lay in his power to do. A committee, 
consisting of S. H. Church, F. M. Luce, and C. H. Bie- 
ber, was appointed to go to work en this subject. 

A large part of the second day’s sessions was occupied 
with the presentation and discussion o7 the report of 
the Special Committee of five appointed to confer with 
the Joint Committee of five of the Association of Ameri- 
can Railway Accounting Officers, as to inquiry regard- 
ing the various methods of computing mileage reports 
now in vogue onthe railroads of the country. This 
committee was appointed because of a recognition by 
the two associations of the urgent necessity for a more 
responsible system of car mileage accounting, and it 


made two recommendations which were debated at 
length, 

The first of these was for a Board of Traveling Au- 
ditors, who should be empowered to examine the mileage 
accounts of all railroads. The second was that the in- 
dividual daily mileage performance of every foreign car 
be reported to the owners. When the vote was taken 
the Board of Traveling Auditors was lost. The reasons 
for the rejection of that part of the report were that 
there are already too many railroad bureaus: besides, 
the general managers have already voted, after the dis- 
covery of astartling mileage shortage of over $100,000 
on two closely allied railroads, which was never made 
up, that they would open up their books tothe inspection 
of allconcerned (after the date, however, of the incident 
referred to). This makes it possible for every Car Ac- 
countant to make himself a traveling auditor, as he has 
the right already to inspect his neighbor’s books. 

The joint committee’s recommendation in regard to 
individual mileage reports was as follows: ‘* Resolved: 
That, in the opinion of your joint committee, the desired 
results may be accomplished by an agreement on the 
part of car service officers to furnish the owners of cars, 
daily in addition to the interchange junction reports, 
the daily movements ofall foreign cars, thereby enabling 
the owners to put on record information of great value 
to the tranportation departments as showing diversions, 
detentions to cars, when and where detained, greatly as- 
sist in checking car repair bills, account for the mileage 
of foreign cars in such a manner as to enable the own- 
ers of cars to verify with some degree of accuracy, the 
amount, of car mileage reported to them by the various 
railroads over which the cars run, and afford a source of 
detecting false or erroneous mileage returns. Attention 
is hereby called to the utility of the daily movement re- 
ports, in securing prompt return of cars to owners, in- 
creasing their usefulness on home lines and obviating 
the labor and expense that is now incurred in that 
work, through constant tracing, telegraphing and corre- 
spondence,” 

In speaking in favor of this part of the Joint Congmit- 
tee’s report Mr. F. M. Luce (C. & N. W.) gave an illus- 
tration showing the value of continuing the movements 
of cars on the home record when they move on foreign 
roads, so as to know where they are at all times. He 
said he had received a repair bill fora C. & N. W. 
car which had been put through the Elkhart shop, on 
the L.S. & M.S. His recerd showed that the car had 
been on that road on the date shown in the bill, and he 
thereupon approved the account. It was afterward 
found, however, that his car was at Buffalo on 
the date named, while a C. & W. M. car of the 
same number (the initials being nearly similar) was 
at Elkhart, and it was the latter car that had re- 
ceived the repairs. The resolution for individual mile- 
age was adopted in such a manner as to leave it optional 
with the various roads as to when they should put it in 
force ; and the discussion developed the opinion that it 
would be much better for each road to take the question 
up with twoor three of itsneighbors, soas to get it in good 
working shape, before attempting to make the plan 
universal. If the individual mileage reports are adopted 
it will practically give each road a per diem record of its 
own, and it will also enable the owner of a car to know 
when it is side-trackedon foreign roads, or neglected 
in{the shops. Each road can follow its cars with the 

same knowledge of their detail movements as it now 
has when the cars areon home tracks. Any changes that 
may be necessary in the present forms of mileage reports, 
records, junction cards, etc., will be attended to by the 
Committee on Office Methods. 

An interesting paperwas read by Mr. T..J. Purcell (R. 
W. & O.) on “Economical Yard Work.” Mr. Purcell 
called attention to the fact that there must be something 
radically wrong when a freight train can move over a 
division of 100 miles in six hours, and then be detained 
from 12 to 24 hours at the division terminal. ‘This state- 
ment may have been extreme, but every man present 
recognized the frequent occurrence of such incidents. 

There was an important discussion on the report pre- 
sented by Mr. T. R. Limer (C., H. V. & T.) concerning the 
non-payment of car service by ferry companies which 
transport cars across the great lakes. Up to the present 
time these ferry companies have hauled freight cars 
from 100 to 250 miles on the lake without paying mileage, 
and as they receive a fair share of the earnings for trans- 
portation of the contents of the cars, there is a general 
feeling that they ought to pay the same mileage 
as the railroads. <A resolution to that effect was unan- 
imously adopted, and the subject was referred to the 
American Railway Association. 

The Committee on Arbitration had no report to make, 
for the reason that no controversies had arisen. 

Mr. J. J. Merrill read an interesting paper on the 
*“* Promotion of Car Accountants,’ and whetted the 
appetites of all present by references to some former 
Car Accountants who had risen to commanding posi- 
tions in the railroad world. 

It was resolved that the next annual meeting of the 
Association should be held at Atlantic City, June 15, 
1897. The election of officers resulted as follows: Presi- 
dent, J. J. Merrill (C., B. & N.); Vice-President, H. G. 
Sleight (Vandalia); Secretary, G.S. Russell (B., C. R. & 
N.); Treasurer, J. W. Burnham (Fitchburg). 

After the principal part of the business of the meeting 
had been disposed of, the convention was called together 
for a night session with all of the ladies of the party in 
attendance. In pursuance of an arrangement made a 
year ago, Mr. F. M. Luce, Chairman of a special commit- 
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tee, gave to each one of the past presidents of the Asso- 
ciation, and alsoto Mr. Merrill, the new president, a gavel 
made of ebony and heavily mounted with sterling sil- 
ver, the name of each recipient being engraved on his 
The former presidents thus honored had been 

beforehand, and nearly all of the 16 were 
present. Of course each man was expected to make a 
little speech, and the quick variation of mood from 
serious to gay and from pathetic to humorous furnished 
considerable entertainment to the audience. Altogether 
this convention was a notable one and the work accom- 
plished will bear good fruit. 


gavel. 
notified 





Machinery for Unloading Suvar Cane. 





The accompanying illustration shows the cane shed at 
Mr. James W. Barnett’s Shady Side Sugar Refinery, 
Bayou Sale, La. The cane is unloaded from cars and 
handled thereafter by purely mechanical means. The 
cane is loaded in standard-gage sugar cars, having a 
capacity of 22 tons, and rests on slings placed about 3 ft. 
apart, having one end attached to the side of the car. 
The illustration shows acar unloading. The ends of 
the slings farthest from the dump are attached toa 
beam which is hoisted by means of a friction drum on 
an overhead traveling crane, discharging the cane into 
the storage incline, at the bottom of which a main ear- 
rier conveys the cane to the crusher rolls. The refuse is 
also taken by conveyor and stored at a distance from 
the refinery. 

The crane is driven by manilla rope transmission oper- 
ated by one man, and travets 150 ft.on a12-ft. gage 
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Of course, the effect of the very low prices now pre- 
vailing for new rails, upon this project for renewing 
worn rails, must be for the present a matter of theory. 
There are, however, good reasons for thinking that very 
low prices for new rails will add to the possible business 
of Mr. McKenna’s enterprise. The great amount of new 
rail to be put into the track now will release the same 
amount of old rail, and the price of re-rolling rails will 
necessarily be very low. This may make it possible to 
do a considerable business in buying these worn rails, 
re-rolling them and selling them for other than main- 
line uses. It seems possible, for instance, that a consid- 
erable business could be done in this way with cross- 
country electric railroads, and naturally for branches 
of moderate traffic there might be a market for a rail 
nearly, or possibly quite, as good as one new from the 
mill, but of lighter section and at less price, 








A Test of a Power Station. 


A test was made early last year by 90 students of the 
senior class of the Massachusetts Jnstitute of Tech- 
nology of the power station at Charlestown, Mass., the 
results of which we obtain from Technology Quarterly 
of December, 1896. The test lasted for 50 consecutive 
hours, and was divided into five watches of 10 hours 
each, 18 students working on each watch. The object of 
the test was to determine the evaporation of the boilers 
per pound of coal, the coal for the plant per indicated 
horse-power for the main engines and also the coal per 
kilowatt and per electrical horse-power. We have re- 


Machinery for Ganaet Sugar Cane. 


track, thus controlling four car lengths. The time re- 
required to unload one car is three minutes. This ar- 
rangement saves the labor of 25 men formerly em- 


ployed. 
The 

signed 

pany, 


conveying machinery was de- 
the Link-Belt Machinery Com 


unloading and 
and erected by 
of Chicago. 





The McKenna Re-Rolling Process. 





We mentioned two! weeks ago the fact that Mr. Me- 
Kenna had secured the money to build a plant at Joliet, 


Iil., to carry on work under his patents for re-rolling 
rails. We learn that he has made a contract with the 


Lewis Foundry & Machine Company, of Pittsburgh, to 
build the mill. The contract requires that the mill shall 
be equipped and ready for running not later than the 
lirst of next June. Orders for about 30,000 tons of rails 
for re-rolling have already been promised to him. With 
an efficient mill and with so large an amount of work it 
will be possible now to demonstrate effectively the me- 
chanical and the commercial value of this process. So 
far as we have ever been able to learn, the experiments 
with it have so far been successful. 

In Augi 1895, we described some of the work that 
had been done up to that time. The first lot of rails re 
rolled was 200 tons of badly worn rails from the Chicago, 


ust, 


Milwaukee & St. Paul. Of the rails delivered to the 
mill for re-rolling 93.2 per cent. by weight of perfect 


rails was returned to the railroad company; by length 
the percentage returned was 103.1 per cent. The aver- 
age loss of weight per yard was 3.33 Ibs., or 5.3 per cent. 
The reader will understand that in re-rolling the section 
is reduced, and of course the length of rail is somewhat 
Later, 500 tons more were re-rolled for the 
These weighed before rolling 66 Ibs. per 
yard and afterward 60. Three hundred tons were re- 
rolled for the Michigan Central, the weight being re- 
duced from 64 Ibs. to 58. A careful description of the 
process and plant will be found in the Railraod Gazette 


of Aug. 2, 1895, page 509. 


increased. 
same company. 


ferred to this power station of the West End Street 
Railway Co., among our Construction Notes, and since 
it has been spoken of as a ‘“tmodel” central station, it 
will be interesting to note some of the results of this 
careful test. 

Steam is supplied by three Babcock & Wilcox boilers, 
each of 500 nominal horse-power. The engines are Allis- 
Corliss cross-compound, with independent jet-condens- 
ing pumps. The parts of the engines areso designed 
that each cylinder can be run at 1,000I. H. P. As either 
side can be made torun the engine, there is but little 
loss of running time on account of repairs. The genera- 
tor isof the multipolar direct-connected type, built by 
the General Electric Co., and is known as a M. P, 10-800- 
90, meaning thereby that it is made with 10 poles and 
has a capacity of 800 K. W. when running at 90 revolu- 
tions per minute. Below are given some of the more 
important data and the results of the test: 


Data. 

Boiler No. 2. Boiler No. 3. 
Total heating surface......... .... 5,372 sq. fu. 5,372 sq. ft. 
Total grate surface.... .......... 88.1 sq. ft. 88.1 sq. ft 
Total 000) BOG .........5<ccccess 48,345 in. 57,19 Ibs 
Tock Water GENIN BOGE .o..665.6.6ccscsuss ts wosccsecel 987,140 Ibs. 
Saal DEF NOUl FOP BUDGE, «6s sasscesssawccoscanccnserns 2,236 Ibs, 
Temperature steam at boiler............... { — ; 1704 deg. . 


leaving heaters in exhaust pipe, 
{Se 1, 60.1 deg. C, 
No. 2, 62.4 deg. C, 


sti entering economizer...............-. 75.9 deg. C. 
* after passing through 30 tubes of aan 
deg. C. 
” after passing thr. ugh 150 tubes of oan 
deg. C. 


after passing through 270 tubes of economizer, 
9 de 


i Om 
leaving economizer (560 mw e re deg. C, 
e entering boilers............... Vo. 2, 94.0 deg. C, 
entering boilers {neo 3, 97.8 deg. C. 
. injection water entering condenser, 
No, 1, 12.5 deg. C, 
No. 2, 13.0 deg. C. 
injection water leaving condenser, 
§ No. 1, 25.4 deg. C. 
No. 2, 30.4 deg. C. 
ne hot flue gases at back of boiler....... 213.7 deg. ©. 
flue gases leaving economizer....... Fag ry e. 
Pres: i seiV Se Ter he ee ee eee 0.1, Ibs 
Pressure in receivers { No. 2°79 lbs. 


Draught at back of boilers (inches of water).. 


verage, .2097 
os -602 


- at base of stack (inches of water)... 
Average M. E. P. Pump So. 
Average M. E. P. Pump No. 2. 


mu, . 


H. E., 17.46 C. E., 30.25 



















H. z = Cc. E., “& 
H. £ tome te ier ccawones -H. E C. E., 8.17 Total, 12.83 
P. Pump No. 2... HE. 5 3 C.E.. esd Total, 11.76 
" Results. 
Water apparently evaporated per pound of coal.. 9,498 Ibs. 
Equivalent from and at 212 deg. Fabr. per pound of 
coal, without economizer..........c00- sesecres 9.91 Ibs. 
Equivalent from and at 212 deg. Fahr. per pound of 
coal, including economizer ..._... .. .e0- eeeee see 10.27 Ibs. 
Equivalent ran and at 212 deg. Fahr. per pound of 
combustible, including economizer......... ....-- 11.25 Ibs 
Coal per square foot of grate per hour, No. 21.00... 12.57 Ibs 
Coal per square foot of grate ner hour, No.3........ 12.97. lbs. 
Average horse power, engine No. 1..........-- 618,33 
Average horse power, engine No, 2........ weaise’ 648.64 
Average horse power output, 50 hours............+- 555.33 
Coal per steam horse power per hour of main en- 
gines while engines were running . 1.76 bs. 
Coal for plant per horse power nutpak per wii 02 1 
Coal for plant per kilowatt per hour... 2.71 Ibs. 
Electrical efficiency........ Sagres deemicecie ne aaieaaieas 
M. E. P. and Per Cent, of Cut-off. 
High. Low. 





Average M. E. P. for entire test. |H. E./C. E. H. E. E. Cc. E. E. 








ieeine Fok pecicicen shaniceswolesmaeneseie "98.17 "98.59 59 9.00 ie T8 
ae RR ee ee ee 30.74] 16.80) 9.28) 9.64 
Average Sabot of Engine MMOs Besccce 14.13) 10. 35) 33.74) 21.61 








The Dismal Swamp Canal. 





A scheme for the general enlargement of the Dismal 
Swamp Canal, to suit the requirements of shipping in 
Hampton Roads and Albermarle Sound. has been in 
progress since 1894. The acquisition of the old canal 
property, the organization of the Lake Drummond Canal 
& Water Company, the formation of a syndicate by 
Alexander Brown & Sons, of Baltimore. to take up 
$1,200,000 of improvement and equipment bonds, and 
closing a contract for the construction, are the several 
steps that have been taken to bring the project to a 
head. 

The Lake Drummond Canal & Water Company has 
headquarters in Baltimore. Walter B. Brooks, Jr., is 
President, and J. F. Sinton, Secretary. The plans of 
the corporotion include the improvement of the canal; 
its maintenance for traffic, and furnishing water to the 
city of Norfolk. 

The Dismal Swamp Canal is one of the oldest artificial 
waterways in the United States. It was planned by 
George Washington; was chartered by the Virginia Leg- 
islature in 1787; was opened for business in 1824, and 
from 1840 it was the principal route for transportation 
between the North and the South. In 1856 it paid a div- 
idend of eight per cent. on a capitalization of $486,000. 
But since the war it has been moribund, unable to com- 
pete with its rival, the Albemarle & Chesapeake Canal, 
though a more direct and available means of communi- 
cation between Norfolk and the Carolina rivers. 

The line of the Dismal Swamp Canal starts at Deep 
Creek, which empties into Elizabeth River, six miles 
from Norfolk. It runs thence southerly 22 miles to Mills 
Creek, N. C., and through Turner’s Cut, four miles lung, 
in the bed ot that stream, it strikes deep water in Pas- 
quotank River, 18 miles above Elizabeth City. The old 
canal was 40 ft. wide and carried about 4 ft. of water. 
It had five locks and navigation wasslow. Barges 108 
ft. long, 16.5 ft. wide and 3 ft. draft could pass through, 
but difficulty was experienced in obtaining tugs power- 
ful enough to tow in such shallow water. 

The improvement now under way is the enlargement 
of the canal prism to a width of 40 ft. on the bottom and 
60 ft. at the surface, with a minimum depth of 10 ft. 
Ten turnouts also are to be constructed, each 20 ft. at the 
bottom and 200 ft. in length. The fivejlocks will be super- 
ceded by two, placed at either end of the canal, and each 
having a lift of 18 ft. Each lock is to be 250 ft. long, 40 
ft. wide, with 10 ft. of water above the mitre sill. There 
will be three sets of gates worked by machinery, and ar- 
ranged with a view to passing boats quickly. For adis- 
tance of 1,000 ft. before reaching the locks, the canal is 
to have a width of 80 ft. on the bottom. 

The work of construction was put in the hands of 
Patricius McManus, a Philadelphia contractor, by an 
agreement executed March 23, 1896. By the terms of the 
contract the canal is to be completed on or before Jan. 
23, 1898. The work includes all excavation, dredging 
construction of locks, dams, bridges, waste weirs and 
approaches. Even the lock gates are to be,in position, 
and the canal filled with water. 

The contractor has begun operations on the locks, and 
dredging machines are in placeon the summit level 
ready for operations at the opening of spring. Pre- 
liminary construction at the north end of the canal in 
daming Deep Creek and cutting a straight outlet to 
Elizabeth River was completed last November. 

The purpose is to accommodate shipping between Nor- 
folk Harbor and Albemarle Sound. Something like 
12,000 miles of navigable rivers and creeks are tributary 
to the extensive sheet of inland waters made up of 
Albemarle and Pamlico Sounds and the several inlets 
with which they are connected. During recent years 
transportation in these Southern waters has been car 
ried on a guod deal by means of barges towed by tugs. 
These boats ascend the streams higher up than river 
steamers, and they afford a very cheap mode of trans- 
portation. They are particularly useful in carrying 
lumber, naval stores, cotton and even vegetables. The 
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opinion has been expressed that owing to the expense . 
attached to keeping deep channels open in Albermarle 1 
Sound, the time is rapidly approaching when the greater 
part of its freight traffic will be carried in barges. 

The improved canal will furnish a quick route to Nor- 
folk for this sort of shipping, as well as for the river 
steamers which ply between that port and the various 
landings in North Carolina. It is hoped also by the pro- 
moters of this enterprise to capture a part of the coast- 
ing trade which now takes the outward passage around 
Cape Hatteras, from Savannah and Wilmington to Nor- 
folk and Newport News. Much of this traffic is carried 
‘in vessels drawing less than 10 ft. of water, and by en- 
tering Albemarle Sound through Ocracoke Inlet cap- 
tains of vessels could avail themselves of a shorter pas- 
sage to Chesapeake Bay, and avoid the perilous round- 
ing of stormy Hatteras. 
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A Continuous Platform Buffer for Elevated Cars. 





For somewhat more than a month, the New York Cen- 
tral has had in service on the Yonkers Branch of its New 
York & Putnam Division atrain which we have re- 
cently had the opportunity to see. The train has been 
running between 155th street, New York, and Yonkers, 
a distance of eight miles, over a road having a number 
of pretty severe curves. 

The special feature of this train is the new type of 
continuous platform buffer and automatic coupler with 
which it is equipped. The combination is a modified 
form, the change being necessitated by the use of steps 
onthe cars, of the devices which the Gould Coupler 
Company has recently designed specially to meet the 
conditions imposed by a service on which the curves are 
very sharp, which is patticularly the case on the elevated 
railroads. 

In the devices now used, the open space between the 
platforms varies from two to five inches, due to the ac- 
tion of the drawbar draft springs, and is even wider at 
times when the cars are passing around acurve. The 
continuous platform buffer fills the open space between 
the platforms and makes a continuous connection be- 
tween the cars in all positions while going arounda 
curve, thus obviating possible accidents to passengers or 
employees. It allows for the action of the draft springs, 
and by the aid of its own springs eliminates the jerking 
motion of the train, so making it ride easier. 

Fig. 1 shows a front elevation of the coupler and 
buffer and the ordinary radius bar carrier as used with 
the present link and pin coupler. Fig. 2 shows the 
bufter and coupler in a central position, and Fig. 3 
shows them in a side position. The buffer is in its ex- 
treme position, but the coupler can still travel by the 
slack of a connecting link. When a train is going 
around a curve, the buffer is not exactly in the position 
here shown, but has its right hand end pressed back to- 
ward the platform end sill. 

The buffer and coupler are designed to meet the spe 
cia] construction of elevated equipment. They can be 
applied to the present platform framing without 
changes, and are adapted to be used with some of the 
present arrangements of drawgear. The buffer hastwo acurve. The buffer and coupler can be moved to either sufficient strength for elevated service, while the weight 
side stems pivoted to it. These are also hinged at their side of the car or to a central position by means of the is reduced to avoid unnecessary strains in the platform. 


rear ends in pockets at the body bolster. This providesa hand wheels, one of which also unlocks the coupler to The shank is designed to connect with the present type 
long radius for lateral swing. of radial draw gear shown 
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Fig. 4.—Plan and Elevation of Continuous Platform Buffer and Coupler Applied to an Elevated Car. 
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The buffer is connected by a — —- 


link to a yokeon the coupler 
shank. This link has 
a backward and forward 
movement through this 
yoke,thus allowing the buf- 
fer, when in the uncoupled 
position, to extend a slight 
distance beyond the inside 
face of the knuckle of the 
coupler. In coupling, the 














link connection slips back- 
ward in the yoke of the coup- 
ler, allowing the buffer 


Fig. 1. 


in Fig. 4, without changes 
or alterations in any of the 
construction. The coupler 
locking device is positive, 
and cannot uncouple in ser- 
vice. The knuckle can be 
uncoupled by the hand de- 
vices in any position the 
coupler may assume. The 
knuckle is automatically 
opened by the same lever 
that operates the lock, 
which lever is worked 
by one of the _ hand 
































Fig. 2. 


Fig. 3. 


Gould Continuous Platform Buffer and Automatic Coupler for Elevated Cars. 





prings to act. This link connection also keeps the uncouple the cars. The construction and arrangement wheels, This coupler can be used on light equip 

buffer in its normal position when not coupled, of these parts are shown in Fig. 4. ment for surface railroads, but the swing buffer cannot 
and compels the buffer to move sidewise with The coupler is of the M. C.B. type, but is considerably be used where the platforms have steps, in which case a 
the coupler as it travels when the train is going around smaller, the head being only 10in. across. This gives modified form of standard buffer is used. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all ot 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 
In speaking last week of the thousand-mile fast run 

of the Burlington road we called attention to the 
fact that good discipline was undoubtedly a main 
element in the success of the feat. The term ‘* good 
discipline” nearly always means or includes long con- 
tinued discipline; and we are reminded of this by the 
statement from on officer of the Burlington that 
rigid examinations on the rules of the Standard Code 
have now been in force on that road for seven years. 
Every man in the transportation department has to 
answer over 200 questions, and he must answer 90 
per cent. of them correctly. Old men are re-ex- 
amined about once every three years. Such sys- 
tematic drilling cannot be without tangible results of 
a beneficial character, and it is equally true that we 
are never sure of good results without this persistent 
training. Mr. A. C. Miller, Chief Despatcher at 
Aurora, informs us that this special train received 
no train orders of any kind from the train de- 
spatcher during its entire run from Chicago 
to Burlington, 206 miles. The conductor and engine- 
main were simply instructed by the Assistant Super- 
intendent to run to Burlington in as good time as 
they could make with safety. As before stated, the 
chief despatchers and higher officers were all away 
from home when this train was run, but the despatch- 
ers who were on duty dealt with the train precisely 
as they would have done with any other special of 
the same class. The despatchers on the Burlington 
road issue as few train orders as p ssible, and on the 
main line between Chicago and Mendota. 83 miles, 
which is all double track, the average number of 
orders is only one to each 24 hours. The special 
preparations for special trains, such as those run for 
the President of the road, which are so familiar on 
most roads, and which are often accompanied by 
considerable hullabaloo, are, on the Burlington, con- 
sp icuous by their absence. 


The rules which enable a Burlington superintend- 
ent to run a special train without giving it any 
formal written orders, are as follows: 

“Extra trains between Chicago and Mendota wil. not 
require running orders in either direction, when starting 
from Chicago, Aurora and Mendota. Extratrains start- 
ing from any point not mentioned in this rule will 
require running orders from the Super.ntendent. 

* Between Chicago and Mendota, regular work trains 
will work on main tracks without train orders, but must 
protect themselves absolutely against trains from both 
directions, as trains will not be advised of their location. 
Conductors must keep dispatchers advised of their 
movements.” 

“Special [officers’| and passenger extra trains may pass, 
and run ahead of any train which they overtake witnout 
orders. Conductors of trains overtaken by special or 
passenger extra trains will allow such trains to pass 
with the least possible delay. 

* Extra trains may run ahead of second and third- 
class trains and their sections without orders from the 
dispatcher.” 

Under these rules all the despatcher had to do in 
handling the special of Feb. 15, was to direct trains 
that were on the road to take sidings at the proper 
time and let it pass, thus avoiding delays. All 
irregular trains are classed as extra, the terms 
‘*speeial * and ‘ passenger” being used to distin- 
between an officer’s train and a paying 
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passenger extra. Surprise has been expressed at 
these Burlington rules, but the officers say that the 
pudding is in the eating, and 
they think that seven years’ trial has 
proved the safety of their plan. The road 
is, of course, very free from curves and hard grades. 
The block system is regularly used on the Burlington 
only between Chicago and Aurora. Operators are 
not p rmitted to run trains under a permissive signal 
without orders from the dispatcher. The permissive 
feature is used only in eases where the train ahead 
has become disabled, or is a way freight train work- 
ing ata station. Out of a total of about 1,500 signal 
movements in 24 hours, the average number of per- 
missive movements is only 10. 


proof of the 








The attack of the free pass legislators on the con- 
stitution of the State of New York is more cunningly 
managed this year than it was last, the bills now 
before the Senate and the House at Albany being 
drawn so as to include as deadheads the Governor, 
and Lieutenant-Governor and the Judges of the Court 
of Appeals and of the Supreme Court. It proposes 
that the Secretary of State shall issue to these officials 
a certificate that they are ‘‘ traveling on official busi- 
ness.” This ‘certificate’ must be accepted in 
lieu of fares by all railroads. That is to say, it 
is a pass, such as is forbidden by the constitu- 
tion, which says, in plain language that no public 
officer shall make use of any free transportation or 
accept any discrimination in passenger rates. This 
is an amazing exhibition of greed and of reckless 
irresponsibility. It would be hard to find a more un- 
blushing example of taking another man’s property 
simply because you are strong enough to take it, and 
because the amount taken is contemptibly small. We 
an admire at least the intelligence and the audacity 
of the man who robs in a large way, but we can feel 
nothing but unmixed scorn for the sneak thief. 
Moreover, these law makers ignore entirely their 
obligation toward the mass of the people, the obliga- 
tion to set an example of decent self-restraint and of 
respect for the rights of others, even if those others 
happen to be corporations. There is a plausible ex- 
cuse for compelling by law the railroad companies to 
carry the members of the State Railroad Commission 
free because it may be construed that those gentlemen 
are traveling on the business of the railroad (though 
very often they are not); but the members of the 
Legislature might just as well insist that they should 
have free gas during the hours that they are 
at work, either at home or at Albany, 
on the business of the state, and they might 
just as well pass a law providing for free 
water in all state and municipal buildings. Of course 
it will be said that the great object in this bill is to 
take away the opportunity which the railroad com- 
panies now have for bribing the legislators, the 
courts and other public officers by giving them free 
passes. But what a confession this is of the moral 
poverty of the law-makers, and what an insult it is 
to the higher courts! No doubt any judge before 
whom a law of this kind may he brought will be pre- 
disposed to say that it is unconstitutional. Of course 
he must use his intelligence, his reas n and his con- 
science to sustain the act (if it shall be passed) if 
law and precedent and reasonable interpretation of 
the constitution require him to sustain it; but being 
human, being honorable, being sensitive for the 
dignity of his great office, he must hope that he can 
in conscience overthrow an act so disgraceful to his 
state and so dangerous to the liberty of the citizen. 





Who Made the Steel Rail ‘‘ Pool’ ? 





A couple of weeks ago the Evening Post (New York) 
published an article setting forth what were said to be 
the facts about the dissolution of the the Steel Rail 
Association. The first statement was that there is 
practically no basis for the imagined combination be 
tween the Rockefeller and Carnegie interests. This 
is doubtless pretty near the truth. 

Probably it is a mistake to suppose that Mr. Rocke- 
feller ever went into the ore business with the great 
plans usually attributed to him. He had loaned 
money on various properties—railroad, ship and ore, 
which he could only get back by taking those prop- 
erties. Having these, it would have been natural for 
him to build blast furnaces at some lake port to pro- 
vide a certain market for his ore and business for 
his railroad and ships. But a further natural devel- 
opment, with an over-stocked market for pig iron, 
would have been a finishing plant of some sort, the 
product of which would also have gone to an over- 
stocked market. Naturally, he was glad enough to 
lease his ore mines to an established concern. It is 
believed by good judges and experienced iron-mas- 
ters that the result of what the Carnegie Company 
and the Rockefeller interests have done or wil do 


will be steadier prices, probably on a lower basis, but 
steadier. 

The most important part of the Evening Post’s 
article was an explanation of the origin and conduct 
of the Steel Rail Association. The situation as there 
described was briefly this: 

Under the stress of competition, through aban- 
donment and consolidations, only six independ- 
ent rail mills were left and at this point the 
great railroad companies took alarm. They saw 
the prospect of the loss of important traffic in 
the closing of the rail mills on their lines. The Penn- 
sylvania was more concerned than any other system, 
getting more of the business to and from the rail 
mills than any of the other roads. The Vanderbilts 
were interested in the works at Scranton, and the 
Lehigh Valley in the Bethlehem Works, while the 
Chicago railroads were naturally interested in the 
Chicago works. The rail makersshowed the railroad 
companies the cost of rails, and the officers of these 
railroad companies added $3 a ton profit, thus estab- 
lishing the price. President Roberts had the most 
important part in fixing this policy and practice. ‘‘ It 
was the practice of the rail makers to consult him 
each year about the price at which rails are to be 
furnished. His view was to allow a fair profit and 
to distribute the orders among all the existing works, 
so that all could be run moderately.” The writer 
goes on to say that it is safe to attribute to President 
Roberts’ long illness and tohis death the trouble in 
the Steel Rail Association. The rail makers, left to 
themselves, tixed prices higher than he would have 
sanetioned. ‘‘Had Mr. Roberts been in active 
command his decision as to the prices of rails would 
have been law.” 

In all of this there is some truth and a great deal 
of fancy. Of course the railroad companies have a 
very keen and very proper interest in keeping u, the 
industries on their own lines. Indeed, this is one of 
the most important things that they have to do and 
is one of the greatest sources of negotiation in the 
traffic associations, of hearings and findings by state 
and interstate railroad commissions, and it is a con- 
sideration ever present with the intelligent director 
of the policy of a railroad. But that President 
Roberts had anything important to do with the for- 
mation of the steel rail pool is probably not true. 

Some years ago the controllers of the miils used to 
meet and authorize the selling of, say, x tons of rails, 
basing their action upon current demand. This ton- 
nage would be allotted to the mills, but no prices 
agreed upon. Then if later any one concern should 
get a large number of orders pointing to a demand 
beyond the allotment, notification would be given to 
the organization, and by ballot the agreed amount of 
sales would be increased and a new distribution of 
allotments would be made. This arrangement became 
unsatisfactory, and the absolute pool was then 
formed. 

President Roberts, as the head of what was really 
the most important railroad system in the country, 
so far as rail purchases go, generally took the initi- 


_ative in placing orders for the season, and these he 


distributed among the mills on the line of his road in 
proportion to the tonnage of freight given by the re- 
spective mills to his road ; he did not recognize other 
mills, and did not, in any proper sense, control the 
rail industry or the policy of the rail mills in general. 
Of course he was anxious that the rail mills should 
have such a price as would pay them a good profit 
and expected to geta return in the freight business 
that they created, both directly and indirectly. 








The Proposed Electric Conduit Lines of New York. 


On another page of this issue will be found detailed 
drawings of the conduit construction for some of the 
surface lines in New York. The fact that the plans 
involve a change of motive power on 43 of the total 
1654 miles of track owned or worked by the Metro- 
politan Traction Company, and that the conduit 
construction has been adopted after a trial of different 
methods, is in itself significant. The result of this 
change may be far reaching, and other cities now 
opposed to the trolley system may be led to adopt 
restrictive measures governing the use of overhead 
wires for street railroads. In view of the fact that 
there are but 12 electric conduit roads in Europe and 
about one-half as many in this country, the question 
naturally arises, Why was this particular system 
adopted ? Some considerations in regard to the 
different methods of propulsion may enable the 
inquirer to answer the question for himself. 

In the first place, the use of the overhead wire has 
never been permitted below Harlem in New York. 
Were it not for this, it is safe to say that the street 
cars of the city would now be worked by the overhead 
trolley, on an immense scale. The compressed air m0- 
tors have not had the trials necessary to warrant their 
adoption on an extensive scale, and the first cost of 
the apparatus and the exact cost of operating and 
maintenance per car mile with the recently com- 
pleted motors are not knewn with aceuracy so 
far as we have been able to determine. General 
Herman Haupt, in his book on Street Railway 
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Motors, gives considerable space to this subject. 
but while the results are favorable to the com- 
pressed air motor, his figures do not show all 
that is necessary in order to satisfy the engineer of 
the economy of this motive power. A pretty good 
discussion by an advocate of the new power. giving 
some of the latest results with compressed air motors, 
will be found in a communication by Captain Ira 
Harris, published in the Railroad Gazette of Oct. 6, 
1896. The “button,” the storage battery, and the 
‘‘ Tesla” three-wire systems received at the most only 
a passing consideration by the Traction Company. 

We have left, then, only the cable road to be dis- 
cussed. There are some very serious objections to its 
adoption on these lines where a change of motive power 
is imperative. The cable is at a disadvantage in 
that the speed must be constant, or nearly so, and 
lost time cannot be made up in those streets 
where the wagon traffic is not dense and where 
the stops are less frequent. The cost of maintain- 
ing the cable is a serious objection to its general 
adoption. Recently we examined a table showing 
the operating expenses of a large cable road, in 
which it was shown that nearly 14 cents per car mile 
was charged directly to the cost of maintaining and 
renewing the cable. While this value may bea little 
large, yet the average figure for this item amounts 
to nearly as much as the motive power per car 
mile on a well-equipped electric road, and some- 
times exceeds it. Besides this, from 25 to 70 per 
cent. of the indicated horse-power of the engines at 
the central station is used in moving the cable. 

To these considerations must be added the ques- 
tion of the cost of construction of the conduits 
in the cable line, which vary in different cities 
from 50 to 100 thousand dollars a mile, and for 
short distances, where special construction is 
required, as at the junction of Park Row and 
Broadway, this larger amount may be increased 
many times. This last item of expense would, of 
course, appear also among the expenses in the con- 
struction of the electric conduit road, but would not 
amount to as much in the case of the new lines since 
the construction will be lighter and simpler than 
either in the cable roads or in the present electric 
conduit line on Lenox avenue. On the other hand, 
the operating expenses in the cable road have been 
reduced to almost a minimum. 

We have been assured that in the proposed 
lines there will be no danger of the current 
reaching the water and gas pipes and destroy- 
ing them by electrolytic action, and it will be 
unnecessary to bond the girder rails or to cast weld 
the joints since the return circuit will be by one of the 
conductor rails in the conduit. The operating expense 
will be practically the same as in the overhead elec- 
tric lines, but the cost of maintenance may be less. 
In apaper before the Western Society of Engineers, 
Mr. Edward Barrington states that on an average 
each dollar invested ina cable road will earn .00015 
cent in a day, and the same ameunt invested in an 
electric road will yield .0002 cent. Guided by the 
above facts and considerations, the reader can answer 
for himself the question raised in the opening para- 
graph. 








Some of the Exports of the United States. 


The annual statistical report on foreign commerce 
and navigation of the United States. prepared by Mr. 
Worthington C. Ford,Chief of the Bureau of Statistics, 
is received for the year ending June 30, 1896. We 
find naturally that in the exports of domestic prod- 
ucts, merchandise and articles of domestic manu- 
facture the agricultural products constitute far the 
greatest part of the total In fact their value is 
something over 66 per cent. of the whole, and the 
total of products other than manufactures, that is, 
those which embrace substantially all articles crude 
or slightly enhanced in value by manufacture, is 73.5 
per cent. of the total exports, and in this group only 
74 per cent. of allexports is other articles than the 
products of agriculture. The manufactured products 
are 26.48 per cent. of total exports. It is notable 
that the percentage of agricultural products declines 
year by year and that of manufactures increases. 
For the last five years these percentages have been : 


Agriculture. Manufactures. 
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ln the greup of manufactures refined mineral oil 
naturally leads, the value of the exports of this hav- 
ing been in 1896, $56,261,567; in 1892 it was $39,704,- 
000. The item next in value is the manufactures of 
iron and steel, and after that comes leather, then 
copper and thencotton. These are the only headings 
under which the values of exports are more than eight 
million dollars. The exports of manufactured iron 
and steel, not including iron ore, amounted in 1896 





to $41,161,000 ; in 1892 it was $28,801,000. The ex- 
ports of leather and its manufactured articles was 
about 2034 million and copper about 192 and of 
cotton 16.8. 

The exports of rails in the year 1896 amounted to 
22,263 tons, valued at $540,797 ($24.30 per ton) of 
steel, and 5,382 tons valued at $115,571 ($22.50 per 
ton) of iron. In steel rails exported the Dominion of 
Canada was very much our most important cus- 
tomer, having taken rails to the value of $305,000. 
The next country is Chili, with $78,000, and next 
Mexico with $75,000. Cuba took $30,000 worth of 
steel rails, but no other country took as much as 
$14,000. Of the exports of iron rails the Dominion 
of Canada took $76,000 worth ; that is 66 per cent. of 
the total export. Thirteen thousand dollars worth 
went to Italy and $21,000 worth to Mexico. 

The exports of locomotive engines were 261 in num- 
ber and $2,512,270 in value. The year before they had 
numbered 251 and in 1894 they were 142. The exports 
of stationary engines and of boilers and parts of en- 
gines amouuted to about three-quarters of a million 
dollars in value, which were considerably more than 
in 1895, but a good deal less than in 1894. In loco- 
motive exports those to Russia lead in value but not 
in number. Seventy-four locomotives were exported 
to Russia in the year and the value of them was $307,- 
000. Eighty-four were exported to Brazil, the value 
being $721,000. Chili comes next with 22 locome- 
tives valued at $267,000; then Mexico, with 23 at 
$185,000 and Japan with 23 at $173,000. No other 
country received more than five locomotives from us 
in 1896. 

In 1896 we exported car wheels to the value of 
$104,215. Of these nearly one-half, that is wheels to 
the value of about $50,900, went to Mexico. The 
value of these was about $7.60 apiece. Wheels to the 
value of $8,500 were sent to Japan, and these are 
valued at about the same price. Brazil and Peru 
each took nearly $6,000 worth of wheels and $3,000 
worth were sent to the United Kingdom. France 
took almost $5,000. 

The exports of pig iron amounted to $471,800, at an 
average price of $15.08 a ton. Of thismuch thelargest 
quantity, namely, $274,000 worth, went to the Do- 
minion of Canada, and the next largest quantity, 
being 7,458 tons, valued at $153,831, went to the 
United Kingdom. 

We exported firearms to the value of $771,000. 
Here Germany was our best customer, taking $75,798 
worth; but Brazil came very close, with $75,715. The 
other large customers were France, the United King- 
dom, Mexico, the Argentine Republic, Chili, Hong 
Kong and British Australasia. 

The exports of locks, hinges and builders’ hardware 
amounted to $3,312,000, and here the United King- 
dom was much our best customer, having taken this 
material to the value of $762,735. Then follow British 
Australasia with $480,000, Mexico $346,000, the Do- 
minion of Canada $335,000, Germany $320,000, British 
Africa $155,000 and Brazil $115,000. No other country 
took these articles to the value of $100,000. 

Our exports of printing presses amounted to $348, 
000, and here again the United Kingdom was our best 
customer, having taken $237,615 worth. The Demin- 
ion of Canada and Mexico come next, each having 
taken printing presses to the value of about $30,000. 
No other country came anywhere near these figures. 
Our exports of sewing machines amounted in value 
to $3.139,000. The value of those exported to the 
United Kingdom was $939,000; to Germany, $677,000; 
to Mexico and to British Australasia, each, $215,000. 
Only three other countries reached $100,000 in 
purchases of sewing machines. 

A very useful fact for statesmen and editors to keep 
constantly before their minds is that the United 
Kingdom is by very far the best customer we have in 
the world. Of all our exports that country took 
45.97 per cent. Germany came next, taking 11.1 per 
cent., and Russia took only 0.84 per cent. All of 
North America, including Canada, the West Indies, 
Mexico and Central America, took only 13.21 per 
cent. of our exports, and all of South America took 
but 4.11 per cent. Asia, Oceanica and Africa ab- 
sorbed but 6.32 per cent. of our total exports. That 
is, the United Kingdom took more than four times as 
much of our exports as any otner one country and 
seven times as much as any group of countries out- 
side of Europe, aud 3} times as much as all North 
America, including the West Indies, and the Central 
American states, and more than 11 times as much as 

all South America. In fact, the United Kingdom 
and the British colonies took 57.39 per cent. of all our 
exports. 








The Lake Shore Refunding Scheme. 





An extremely important financial transaction was an- 
nounced on Tuesday of this week. Messrs. Speyer & 
Co, issued a statement saying that they have bought 





from the Lake Shore & Michigan Southern Railway, 
Company the total amount of a new issue of $50,000,000, 
31g per cent., 100-year, gold bonds. These bonds will 
cancel the entire existing funded debt, and will thus be- 
come a first lien on all the property of the company. 
Holders of existing bonds willhave the privilege of ex- 
changing their present bonds for the new issue, the new 
bonds to be offered at 10z14 and interest. The new bonds 
at this price will yield to the purchaser about 3,’, per 
cent., and itis believed that the existing bonds will be 
exchanged very rapidly. In fact, promise has already 
been made of exchange of between $8,000,000 and $9,000,- 
000 of the bonds, and it is understood that several large 
firms of capitalists are interested with Speyer & Co. in 
the transaction. We see no reason why it should not be 
carried out successfully, as thus proposed, and many 
reasons why it should be. The Lake Shore is one of the 
very strongest railroad companies in the country; it is, 
toward its competitors, in much the same position as 
the Carnegie Steel Co.; it can produce its wares cheaper 
than any of them, as the result of the policy of recent 
years of improving the property without increasing 
capital. 

At the date of the latest annual report of the Lake 
Shore (Dec. 31, 1895) the total funded debt of the Lake 
Shore proper was $43,442,000, all bearing 7 per cent., 
making the annual interest charge $3,040,940. Of this 
the consolidated first mortgage, covering the entire 
mileage of main line and branches, matures July 1, 
1900, and the ameunt is $14,640,000. The consolidated 
second general mortgage matures Dec. 1, 1903, and also 
covers the entire property. The amount of this is 
$24,692,000. There is a Buffalo & Erie mortgage, 
covering 88 miles, to the amount of $2,755,000, 
which matures April 1, 1898, and there is a Lake 
Shore dividend bond to the amount of $1,355,000, 
maturing April 1, 1899. The funded debt of 
proprietary roads owned wholly by the Lake Shore 
amounts to $1,725,000, the annual interest on which is 
$96,710. The first of these bonds to mature is August 1, 
1906, the amount being $924,000 at 7 per eent.; the 
others, about $400,000 each, mature in 1940 and 1989, and 
bear 5 per cent. and 3 per cent. respectively. From the 
terms of the announcement we judge that these liens on 
the proprietary roads are not included in the present 
transaction. 

The funded debt of the Lake Shore reached its maxi- 
mum in 1884, when it was $46,192,000, and at that time, 
including the debt on the proprietary roads, the total 
funded debt was $47,716,000. The interest on the new 
$50,000,000 issue will be $1,750,000. Therefore the com- 
pany will save $1,291,000 in annual fixed charges as soon 
as the entire bonded debt on the Lake Shore proper is re- 
funded. 

This is, we presume, the first time in the history of the 
railroads of the United States that a 34g per cent. bond 
has been sold at a price as high as 10244. In fact there 
are almost no railroad bonds in the country bearing so 
low arate. ‘The Pennsylvania Railroad and the Illinois 
Central between them have out about $12,600,000 of ster- 
ling bonds bearing 314 per cent., but all others taking 
so low a rate are reorganization bonds bearing 3 or 314 
per cent. for two or three years only. 

The Board of Directors has ratified thisagreement, and 
has granted authority to the officers to execute the 
mortgage. 








Annual Reports. 





Pennsylvania.—We have the preliminary general re- 
port of the Pennsylvania Railroad Company for the year 
ending Dec, 31, 1896. The pamphlet report, however, is 
not yet received, and we shall have to postpone any de- 
tailed examination of traffic matters. 

The gross earnings for the lines east of Pittsburgh and 
Erie were $62,096,503, which is a decrease from the previous 
year of $2,530,676. The operating expenses were $43, 159,327, 
the decrease being $1,351,329. The net income from opera- 
tion was $18,637,175, and adding other income the gross 
income was $24,056,056, the decrease having been a little 
more than $1,122,000. Deducting rentals, interest on 
funded debt, etc., to the amount of $14,665,000, there” re- 
mains a net income of $9,391,120, a decrease froma 1895 of 
$1,139,322. From this deduction was made for extraor- 
dinary renewals, etc., of a million and a half dollars and 
other deductions of a little more than half a million, 
leaving a balance of about 7/4 millions. The5 per cent. 
dividend paid amounted to $6,465,122, leaving a little 
more than three-quarters of a million to be transferred 
to profit and loss. The balance to the credit of profit 
and loss at the end of the year’s operations was $24,- 
152,322, having increased almost $600,000. 

The lines west of Pittsburgh also showed decreases 
in practically all items. The gross earnings of the 
Pennsylvania Company were $19,423,975, the decrease 
having been $1,464,989. The operating expenses de- 
creased nearly half a million dollars and the net earn- 
ings were $7,312,371, the decrease having been but very 

little short of a million dollars. After paying rentals, 
interest, etc., of a little more than seven millions, there 
remained a net profit of $209,000. The gross earnings of 
the Pittsburgh, Cincinnati, Chicago & St. Louis were 
$16,873,855, the decrease having been $1,261,271. The 
working expenses decreased a little more thar $800,000 
and the net earnings were $4,513,856, a decrease of a little 
less than half a million. The net profit on this line re- 


mained $662,943, a decrease of $628,000; and thus the net 
profit on lines directly operated west of Pittsburgh was 
$872,000, a decrease of 1}¢ million dollars; but in 
1894 there was almost no profit on these lines, 
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Other lines west of Pittsburgh operated through 
their own organizations, but on account of which 
the company has assumed direct obligations and 
is largely interested, showed gruss earnings of about 614 
millions, the decrease having been relatively very large, 
namely, about 2%{ million dollars. After deducting rent- 
als, interest, etc., the loss on these lines was $276,738, about 
$34,000 less than the loss the year before. Of this loss 
the Pennsylvania Railroad is responsible for $197,738. 
Thus the net profit on all lines west of Pittsburgh re- 
mains $674,587, or $1,313,279 less than the year before, 
and $702,165 more than in 1894. 

The ton-miles and passenger-miles and the rates are 
not given, but east of Pittsburgh and Erie the total tons 
moved amounted to very nearly 73,000,000, a decrease of 
54, or 6.76 per cent. from the year before. The passen- 
gers moved were 36,170,220, a decrease pf 1,282,000, or 3.42 
per cent. The tons moved on the lines west of Pitts- 
burgh were 46,170,140, the decrease being 6,202,941 tons; 
the passengers were 16,379,284, the decrease 309,720. 

In view of the severe business depression, the reduced 
traffic and the sharpcompetition the results of the year’s 
working are considered very satisfactory. After expend- 
ing about 114 million dollars in improvements the reg- 
ular dividend of 5 per cent. was paid, and a surplus of 
nearly $800,000 was carried over. The expenditure on 
main line and branches charged to capital account dur- 
ing the year was $2,537,000, the greater portion being for 
equipment and rea‘ estate. In this equipment were in- 
cluded two ferryboats for the new terry to Twenty-third 
street in New York, also the usual outlay for car trusts 
and the purchase of 1,300 box cars and 1,000 gondolas 
As the year progressed expenditures were restricted, and 
construction work was discontinued to a large extent. 
Before this, however, a considerable amount has been 
done on the Philadelphia Division and the Pittsburgh, 
but at this time no further outlay is being made in this 
direction, except at Radebaugh, where the work on the 
tunnel had progressed so far that 1t was thought unwise 
to stop operations. The expenditures for construction 
on branch and auxiliary lines were $1,284,000, the most 
important items being the completion of the bridge over 
the Delaware at Frankford, the construction of a portion 
of the Philadelphia, Bustleton & Trenton Railroad and 
the double tracking of the Pittsburgh, Virginia & 
Charleston Railroad. 

The expenditure for construction, equipment and real 
estate on the lines west of Pittsburgh was $2,380,000. 
The expenditure for capital account on these lines was 
for additional equipment and real estate, tracks and ter- 
minal facilities. A further sum of about $2,100,000 was 
invested in the purchase of the stock of the Newcastle & 
Beaver Valley and the Cincinnati, Lebanon & Northern 
railways. To provide funds for these purposes four per 
cent. bonds to the amount of $5,000,000 of the Pitts- 
burgh, Cincinnati, Chicago & St. Louis were sold. These 
securities were held in the treasury of the company and 
involved no increase in the funded debt. 

The work of rebuilding the bridge over the Ohio River 
at Cincinnati is almost completed. For the new Union 
depot at Columbus, the Depot Company created a gen- 
eral mortgage of $800,000 414 per cent., and sold bonds 
for $450,000, the balance being reserved to retire prior 
liens, This station will be finished next summer. 

The membership of the Employees’ Relief Fund at the 
close of the year was 40,853, the largest since its estab- 
lishment. During the year the members contributed 
$694,776.49, while the company and its affiliated lines 
contributed $103,748.11 for operating expeuses, and 
$40,214.20 forextra benefits. After distributing $257,- 
048.48 in death benefits, and $313,393.87 in cases of disa- 
bility arising from sickness and accident, and meeting 
all its obligations and providing unadjusted death 
claims, a balance of $388,284.73 was carried over to the 
present year. 

The number of depositors in the Employees’ Saving 
Fund at the end of the year was 4,944, an increase of 431. 
The amount received from depositors during the year 
was $461,189.46, and the balance in the fund at the close 
of the year was $1,759,893.26, of which $1,700,000 is in- 
vested in securities bearing interest at the average rate 
of four per cent. 

The changes in the General Balance Sheet are shown 
below: 


Dr. 
Road and equipment .... ...... $121,075,946 Inc. $12,673,615 
Securities owned........ ........ 123,276,357 Inc. 1,853,990 
CURPORE BODSER. ..0.0..0cscscevescces 22,921,991 Dec. 7,446,107 
Sinking fund, OtC.......scsscccsec 8,485,008 ine. 411,997 
Cr. 
ERIOD MRO. 6 co scvscaneabsneens $129,303,150 Ine. $1,600 
ee ES ee Er eet: 87,943,91 Inc. 285,000 
Guaranteed securities, etc....... 5,166,012 Unchanged. 
Current liabilities..... .......00- 18,258,723 Dec. 3,510.053 
Sinking fund, @tc...............:. 10,935,184 lec. 118,094 
598,853 


Balance to Profit and Loss....... 24,152,323 Inc. 


With 1896 the English railroads closed one of the most 
prosperous seasons that they have had for many years. 
The average dividends of the 15 principal companies were 
5,6 per cent., being higher than in any year since 1883, 
except 1889, and this higher rate of dividend has been in 
spite of a large increase in capital account. The passen- 
wer traffic showed an increase of 2% percent. in earn- 
ings, and, quite contrary to the tendency of recent years, 
the principal gain in passenger receipts bas been in the 
first and second class traflic. This, we suppose. may be 
partly due to the revision of the fares by a number of 
the companies reducing first and second class rates. On 
the Great Western, for instance, where the second class 
fare was reduced from 4 cents to 24g cents a mile, there 
was an increase in the half-year of 637,000 in second-class 


. 


passengers carried, and £66,000 in receipts. For the 11 
preceding years there had been a steady reduction in 


second-class passengers carried. The increase in second- 


class traffic does not seem to have caused a correspond- 
ing diminution in the first class, where there was an in- 
crease of 43,884 passengers in the half-year, with a very 
small gain in receipts. Merchandise receipts on the 15 
prineipal roads show a gain in the last half of 1896 of 414 
per cent. as compared with the same half of 1895. The 
receipts from the cattle traffic alone declined, partly, 
probably because of restrictions on the importation 
of live cattle. Together with these increased receipts 
the companies have had the advantage of a very low 
price for coal. In the last half of 1896, 6,216,000 train- 
miles were run more than in the corresponding half 0?” 
1895, an increase of 4.3 per cent.; but the increase in fuel 
account was less than ¥{ of 1 per cent. 








The bill making ticket brokerage illegal passed the 
lower House of Congress on Feb. 27, and although the 
Senate had not acted upon itat the time this paper went 
to press, there were strong hopes that the bill would be- 
come a law at this session. The House has, however, 
agreed to several amendments, which, we fear, may 
somewhat impair the efficiency of the proposed law. We 
have not yet received the authorized text of these amend- 
ments. Mr. Daniels, General Passenger Agent of the 
New York Central, replying to the criticism of drum- 
mers and others, who claim that the business of ticket 
brokerage should be fostered, because the railroads do not 
redeem unused tickets, states that during last year his 
road has redeemed 24,372 tickets, valued at $31,772. Mr. 
Daniels appeared before the Senate Committee of the 
Legislature, at Albany, Feb. 24, in behalf of an anti- 
scalping bill, which has been presented in that body by 
Senator Mullins. 





The year began well for the export of steel rails from 
the English mills, but we have yet to learn of the effect 
of the break in prices on this side, which very likely 
will take away some of their trade. In January, the 
total exports amounted to 36,325 tons as compared with 
33,651 the year before and 19,280 in January, 1895. The 
total exports of railroad track material were: Rails, 
36,325; chairs and sleepers, 10,558; unenumerated, 6,(02; 
total, 52,885 tons. Of this India took much the largest 
part, namely, 21,622 tons; to South Africa 5.252 tons 
were sent, to China 3,090 and to Brazil 3,039. ‘The ex- 
ports to the Argentine Republic were only 3,(68 as com- 
pared with 11,316 in January of 1896. The Australian 
shipments consumed 8,403 tons. 








NEW PUBLICATIONS. 





Progress of Road Construction in the United States. 
Washington, U.S. Department of Agriculture, Office 
of Road Inquiry. Pamphlet, 47 pages. 

This pamphlet, which is ‘* Bulletin No. 19,’’ contains re- 

ports from the delegates to the National Road Parlia- 

ment held at Atlanta, Ga., Oct. 17-19, 1895. In it will be 
found addresses by General Stone, the President of the 

Parliament; Mr. I. B. Potter, Mr. N. F. Underwood and 

Prof. E. B. Fernow, Chief of the Forestry Division. 

Besides these there are reports from 22 different states. 

These reports and the brief discussions thereon give a 

pretty comprehensive picture of the condition of com- 

mon roads in these states. 








TRADE CATALOGUES. 


Machine Tools.—Messrs. Hilles & Jones Company, of 
Wilmington, Del., send us catalogue ‘“‘N” of machine 
tools for boiler makers, bridge builders, car and locomo- 
tive builders, ship builders and workers in plates, bars 
and structural shapes generaliy. The catalogue is merely 
a collection of half-tone pietures from photographs, 
showing punches, shears, bending rolls, etc. Specific 
descriptions and prices will be sent on application. 


Pile Driving Machinery.—The Vulcan Iron Works, 
86 North Clinton street, Chicago, issues a special cata- 
logue of pile driving machinery. It contains illustra- 
tions, descriptions and prices of a considerable variety of 
pile drivers and of their details. The pamphlet includes 
the Warrington improved steel pile hammers, also rail- 
road car pile drivers and the Warrington steam shovels. 





St. Louis Corliss Engine.—The St. Louis Iron & 
Machine Works, Main and Second streets, St. Louis, 
issues under date of January, 1897, a pamphlet illustrat- 
ing and describing the standard St. Louis Corliss en- 
gine. This isthe third edition of the catalogue of this 
engine and describes some of its most important features 
in considerable detail. Simple engines, cross-compounds 
and tandem compounds are illustrated, and a list of pur- 
chasers is appended. 

Air Compressors.—The Ingersoll-Sergeant Drill Co., 
Havemeyer Building, New York City, issues advance 
sheets of ‘‘Catalogue No. 31,” being High Duty Air 
Compressors. The pamphlet is 64 pages, fully illustrated, 
and of course it gives much valuable information. It in- 
cludes compressors of straight-line, single, compound, 
duplex, half-duplex and triple types; driven by steam, 
electricity, belt, rope, gear, pinion-wheel and turbine. 

With its illustrations, descriptions and tables of dimen- 
sion and capacity,the catalogue is really a useful hand- 
book. 


Railroad Relief Departments.” 





It has been asserted, and not without reason, that a 
relief or benefit fund established with the active _co- 
operation of the railway company, to be disbursed in 
favor of the railway employees on account of accident 
or illness, or their beneficiaries in case of death, tends to 
preserve the harmonious relations between the com- 
pany and its employees, and also results in a greater de- 
gree of efficient service. ‘he occupations of those di- 
rectly engaged in conducting railway transportation are 
extremely hazardous, and if these corporations and t 
public are to be served by experienced and capable men 
it seems to follow that some sure means of maintenance, 
at a minimum expense to them, should be provided for 
these employees and their families in t:me of sickness. or 
calamity. 

A slight decrease in casualty is noted for the past few 
years, due in part, perhaps, to the increased use of auto- 
matic appliances on railway equipment. The ratio of 
killed and injured tothenumber of employed in this 
er dangerous service is nevertheless still very 

BEPC: 5 s/s 

For nearly fifty years the railway companies of Eng- 
land have been organizing and developing relief and _in- 
surance funds for employees. In this country the first 
organization of the kind was established in 1880 by the 
Baltimore & Ohio. A planof this sort had, however, 
been considered by the Pennsylvania as early as 1876, and 
tried from time to time, but it did not come into suc- 
cessful operation until 1886. ‘The Philadelphia & 


Reading organized its department in 1888, The 
relief departments of the Chicago, — Burling- 
ton & Quincy, and the Pennsylvania lines 


west of Pittsburgh were established in 1889. These five 
are the only lines in the United States that have organ- 
ized employees’ relief associations as regular depart- 
ments of the companies’ service, though a number of 
other railroad companies assist their employees in main- 
taining relief funds. ; 

A description of the main features of one or two relief 
departments will serve in a general way to show their 
purposes and plan of organization. 

The relief department of one company embraces 
three distinct objects—relief, savings and pensions. 
The relief fund is maintained by monthly payments 
from employees and contributions by the company. The 
members are divided into two classes: Class 1, for 
those operating the rolling stock of the road, and class 
2, all other employees. ‘hese two general classes are 
each separated into five subclasses, the subclass a mem- 
ber is placed in being determined by the amount of his 
monthly payment to the relief fund. The monthly pay- 
ments of class 1 range from $1 to $5, and of class 2 from 
75 cents to $3.75. These monthly payments entitle mem- 
bers to the disablement and death benefits. The disable- 
ment benefits are tor accident while on duty and for ill- 
ness. In case of accident a member is paid for the first 
26 weeks, not including Sundays and legal holidays, 
from 50 cents to $2.50 per day, according to the subclass 
to which he belongs. After the expiration of 26 weeks 
he is paid from 25 cents to $1.25 until recovery. For ill- 
ness, not including the first six working days, he is paid 
from 50 cents to $2.40 per day for 52 weeks, There are 
two classes of death benefits—death from accident and 
death from sickness—the latter class being divided into 
ordinary and maximum death benefits. The amount 
paid a member’s family when death ensues from acci- 
dent ranges from $500 to $2,500. The ordinary death 
benefit is from $250 to $1,250, and the maximum is 
$1,250 for all classes. 

The relief department of another company is ve 
similar tothe one just described. Its members are di- 
vided into five classes. according to the amount of wages 
received, and the monthly contributions range from 75 
cents to $6.75, determined by the wages class to which 
the member belongs. Any member of either of the 
above relief departments not over the prescribed age, 
upon passing a satisfactory physical examination, can 
secure additional deatb benefits by increasing his month- 
ly payments. 

in case of accident while on duty the relief depart- 
ments of some companies pay the full rate for 52 weeks 
and half rate thereafter; in other cases such payments 
are made for a much shorter period. 

Generally speaking, there is no fixed fund available to 
aid employees who are disabled by injury not received 
while on duty in service of the companies or by reason of 
illness beyond the specific time provided fer. One com- 
pany, however, provides that any surplus in its super- 
annuation fund shall be used to aid this class of incapaci- 
tated employees, and another company has, since 1887, 
investigated such cases and ordered payment of such 
monthly sums as the member’s service and his classifi- 
cation in the relief department would seeem to justify. 
Members of these relief departments are afforded free 
surgical attendance if injured while on duty; one depart- 
ment also furnishes free hospital service and another 
provides free surgical assistance wherever the accident 
occurs. A member belonging to either of the relief de- 
partments mentioned is not compelled to contribute to 
the relief fund during the period he is receiving benefits. 

Only one of the railway companies in this country has 
provided a pension feature. Its purpose is to assist em- 
ployees who have been permanently disabled while in 
service or who by reason of old age are incapacitated for 
work. The expense of this feature of the relief work is 
entirely borne by the company. The amounts of pen- 
sion guaranteed range from 25 cents to $1.371¢ per day, 
according to the employee’s length of service and his 
classification in the relief department. The other roads 
having relief departments, with the exception of the 
Burlington, have, however, provided for the accumula- 
tion of a fund to be devoted to pension purposes. 

As already stated, one relief department has a savings 
feature, the company guaranteeing 4 per cent. interest 
on all deposits by employees or their families. If the 
netearnings of the fund exceed 4 per vent., dividends are 
declared. As before stated, employees who are members 
of the relief department may also borrow money on easy 
terms of repayment for the purpose of acquiring a home, 
improving it, or freeing it from debt. Another company 
also has a savings fund, but loans are not made to 
employees. Employees have invested many thousands 
of dollars in these savings funds. 

The management of the relief departments is intrusted 
to a chairman and an advisory committee, consisting of 
an equal number of representatives of the employees and 
the company. 

Such in general is the plan of organization and the 
purpose of these railway relief departments. As to act- 
ual results accomplished, their annual reports show 
that the membership is constantly increasing, the total 
number of members being over 10 per cent. of the 
number of railway employees of the United States. 
In the departments of the Pennsylvania and the 
Burlington over 50 per cent. of their employees are 





* From the Tenth Annual Report of the Interstate Com- 
meree Commission, 
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members. The per cent. of membership to the total 
Dumber of men employed by these roads is lower 
than it would be if e sais to the relief department 
did not depend upon physical condition at the time of 
examination. Membership in the relief departments of 
some companies is compulsory. 

As an indication of the relief work done by these de- 
partments, the report of one department fer nine years 
ending Dec. 31, 1894, shows that during that period the 

-receipts from members and contributions of the com- 
panies amounted to $4,949,911, from which sum there 
was disbursed as follows: For accidents, $722,565; for 
sickness, $1,287,220; for deaths from accidents, $420,944; 
for deaths from natural causes, $1.279,214; operating ex- 
penses, $770,380; total payments for benefits, $3,709,944; 
totul disbursements, $4,480,325. The railway companies 
contribute from one-sixth to one-fifth of the receipts of 
the relief departments The chief advantages of this 
plan of relief and insurance for railway employees seem 
to be that it is cheap and secure, that it tends to pro- 
mote a feeling of good will between employers and em- 
Ployees, and that it operates in some degree to secure or 
retain in the railway service a more efficient and faithful 
class of men. 

There are some conditions imposed upon members by 
the relief departments which have provoked no little 
criticism. For instance, objection is made that two of 
the railroad companies make membership a condition of 
employment; another objection is that, generally, mem- 
bership is forfeited when the employee’s service in the 
company terminates, and still another is that all the re- 
lief departments provide that an employee or his bene- 
ficiary by accepting the benefits afforded by the relief 
thereby waives any legal right to recover damages 
against the company in case of injury or death caused 
by accident. It is also urged against these relief de- 
partments that they create in the mind of tre employee 
a sense of dependence on the continued good will of the 
employer, since any beneficial interest in the relief fund 
ceases upon the discharge of the employee or his volun- 
tary retirement from the employer’s service. Morever, 
when contracts are exacted requiring membership of 
relief departments as a condition of receiving employ- 
ment, there is said to be a tendency toward if not the 
actual assumption of powers which ought not to be ex- 
ercised by railway corporations. 

These objections appear to be recovnized in the well- 
known arbitration bill which has recently been considered 
by Congress, and which contains a clause prohibiting un- 
der penalty the exaction of such contracts from railway 
employees. If this opposition is well founded, or if the 
maintenance of such departments proves unjust or 
onerous to employees, they will doubtless be discon- 
tinued or properly modified. Relief institutions of 
this kind are comparatively recent, and perhaps 
sufficient time has not yet elapsed to fully determine 
their proper function and value. When the various 
plans have been tested by experience and their objects 
are better understood, it isnot improbable that relief 
departments, if shown to be permanently useful, will 
become an established feature of the service on most of 
our railway lines. 

A considerable part of the data used in preparing this 
Fea Ser was taken from an article on the same subject 
by Prof. Emory R. Johnson. 








TECHNICAL. 





Manufacturing and Business. 

In our last issue we stated in this column that Judge 
Coxe had rendered a decision in favor of the plaintiff in 
the case of the Dewey Electric Heating Co. against the 
Albany Street Railway for an infringement of a patent. 
We also said that the patent referred to was an electric 
switch, used in connection with electric heaters manu- 
factured by the Consolidated Car Heating Co.. and that 
the decision affected all such installations heretofore 
made by that company. The statement, as published, 
was not exactly correct and we give the facts as follows: 
The Dewey Electric Heating Co. brought swt against 
the Albany Street Railway for infringement in using 
a certain combination of heating conductors, supply 
conductors, a switch for controlling the connection be- 
tween the two and an indicator to show how the connec- 
tions stand. The decision, which was in favor of the 
plaintiff, does not affect heaters, heating systems or elec- 
tric switches heretofore made by the Consolidated Car 
Heating Co. It prevents the use of a certain indicator 
in a combination used in a few installations. The 
case has been taken to the Circuit Court of Appeals. 
Guarantees of the Consolidated Car Heating Co. protect 
the customers of the company against infringement. 

Continuous rail joints, manufactured by the Continu- 
ous Rail Joint Co., of Newark, N. J., will be applied to 
the 85-lb. rails tobe used for the track in the Boston 
subway. 

The Ringrose Car Mover Co. has been incorporated at 
Baltimore, Md., to manufacture a patent device for 
moving cars. C. E. Baldwin, of Baltimore, is mentioned 
as one of the incorporators. The capital stock is placed 
at $50,000. 

Arthur Ingraham has been appointed permanent Re- 
ceiver of the George Place Machine Co., of 120 Broad 
way, New York City, by Judge Beck man of the Supreme 
Court in New York City. Mr. Ingraham was appointed 
temporary Receiver last September. 

Edward P. Caldwell, Geurg2 W. White and George A. 
Cobb are mentioned as incorporators of the Consolidated 
Rail Joint Co., of Chicago. which recently filed articles 
of incorporation with the Secretary of the State of 
Illinois. The capital stock is $25,000. 

The Niles Tool Works Co., of Hamilton, O,, has re- 
moved its Boston store to 65 an1 67 Oliver street. 


Alfred P. Boller, Consulting Engineer and Bridge 
Architect, and Elmer L. Corthell, Consuiting Engineer 
have removed their offices to 27 Pine street, New Sork 
City. 

The New York Lubricator Manufacturing Co., of New 
York City, has been incorporated by George E. Walker, 
of Montclair, N. J.. and Edwin B. Tripps and Alexander 
A. De Witt, of New York City, for the purpose of manu- 
facturing lubricating devices. The capital stock is 
placed at $25,000. 


The Express Refrigerator Car Co, has organized at 
Gainesville, Fla., to manufacture and operate refrigera- 
tor cars patented by A.J. McArthur, of that place. The 
directors and officers are: A. S. Wooley, Marcus Endel, 
W. W. Hamptor, A. J. McArthur, George C. Crom, 
George W. Emery, J. A. Ammons and E. E. Cannon. 
President, A. S. Wooley; Vice-President, Marcus Endel, 
and Secretary and Treasurer, F. D. Warner. The capital 
stock is $50,000. 

The Westinghouse Machine Co., of Pittsburgh, Pa., 
has sold to the International Electric Co., of Liege, Bel- 
gium, three Westinghouse compound engines, of 300 
H. P. each, and one 100-H. P. engine. The company has 
also recently sold, through its Paris agency, four West- 
inghouse compound engines, aggregating 1,100 H. P., to 
be used for electric railroad service in Russia. 

The South Sharon Steel Co., Ltd., has been formed to 
take over the property of the old Wood rail mill at 
Wheatland, Pa., which has been idle for several years. 
The company, which proposes to manufacture girder 
rails of all sizes and weights, was referred to in our issue 
of Feb. 5 asthe Girder Rail Co., which name has now 
been changed to the above. The officers of the new com- 
pany are: President, James W. Friend, of Clinton Iron 
& Steel Co., Pittsburgh; Treasurer, T. S. B. Wood, 
Sharon, Pa., and Secretary, James B. Wood, Sharon, 
Pa. The Holland Co., 315 Hamilton Building, Pitts- 
burgh, Pa., will be the general sales agents, and the 
Pittsburgh branch of the company will te located at the 
same address. 

Formal proceedings have been taken to wind up the 
affairs of the Isbell Machine Co., of Woodlawn, N. Y., 
which has not been in active business for several years. 
Walter S. Logan, principal stockholder, has been ap- 
pointed temporary Receiver. The company was incor- 
porated Dec. 23, 1887, to manufacture gas engines and 
railroad switches. 

Robert W. Hunt & Co., The Rookery, Chicago, an- 
nounces that it has been engaged by the city of Chicago 
to inspect and test the material entering into the con- 
struction of one 14,000,000-gallon pumping engine pur- 
chased from the Holly Mfg. Co., of Lockport, N. Y., 
and six 20,000,0CC-gallon pumping engines to be fur- 
nished the city by Henry R. Worthington, of New York 
City. The company will also supervise the erection of 
the pumps and represent the city in making the final 
duty tests. The Holly Mfg. Co.’s contract is to be com- 
pleted within four months, but the other will extend 
over a period of 18 months. 

The Sargent Co., of Chicago, reports that the results of 
the past month show the largest sales of Sargent and 
Ross-Meehan brakeshoes yet experienced for any one 
month, and that during that period several railroads 
adopted the Sargent brakeshoe asa standurd. Its open- 
hearth department is at work on one or two large con- 
tracts, and prospects point to soon reaching its maxi- 
mum capacity. The company has also recently started 
up its crucible furnaces and is now prepared to turn out 
work of any size or weight. 

The Dickson Mfg. Co., of Scranton, Pa., has just con- 
tracted with the Berlin Iron Bridge Co., of East Berlin, 
Conn., for the erection of a large steel building, to be used 
as a boiler shop. ‘lhe shop will be equipped with the best 
designs of boiler-maxing tools, a 12-ft. gap riveter, power 
bending rolls, electric cranes, complete facilities for 
drilling shells for boilers anda full pneumatic equip- 
ment. The company isalso adding some new machine 
tools to its machine shop. 

The works of the Kepp Gear Wheel & Foundry Co., at 
Allegheny, Pa., which were destroyed by fire, as noted in 
our issue of Feb. 12, will be rebuilt. 

The entire plant of the Laconia Car Co., at Laconia, 
N. H., referred to in our last issue, was sold at private 
sale on March 1 to Frank Jones, of Portsmouth, and Ed- 
ward H. Gilman, of Exeter, who have formed a new 
company to be known as the Laconia Car Company 
Works, with a capital of $200,000, with a privilege to in- 
crease it to $500,000. 

Iron and Steel. 


The Victoria Furnace Co. has been chartered to build 
a plant at Goshen, Va. The capital stock of the com- 
pany is $100,000. It is proposed to put up the building at 
once. 

All departments of the Ohio Steel Co., of Youugstown, 
O., are working full time. Work is being pushed 
rapidly on the new open-hearth furnaces, and it is hoped 
to have a partof the plant in operation before next sum- 
mer. 

The Pennsylvania Steel Co. has started its No. 1 furnace 
at Steelton, Pa., on spiegel, after along run on Besse- 
mer iron. This furnace is the only one of the company’s 
five stacks at Steelton and Harrisburg that is in opera- 
tion. 

It is reported that the Buhl Steel Co. proposes to erect 
another large blast furnace at its works in Sharon, Pa. 
It is expected that the new furnace will be larger than 
any now in Sharon. 

Work has been resumed in all departments at the 
works of the Johnson Co., at Johnstown, Pa., and it is 
expected that the plart will be run steadily for several 


months. 
New Stations and Shops. 


The new shops of the Northern Pacific at Spokane, 
Wash.. have been completed and turned over to the 
company. Machinery is now being put in, and it is ex- 
pected that the shops will be thoroughly equipped with- 
in a few weeks. 


The new repair shops of the Waycross Air Line, at 
Waycross, Ga., has been completed. The building is 
located about 100 yards north of the company’s station, 
and is 75 x 80 ft. in size. Work was begun last Decem- 
ber. 

The new car barn of the City & Suburban Railway 
Company, at Irvington, Md., is now nearly completed, 
and will be turned over to the company within a few 
days. The barn is 140 ft. Wide by 451 ft., and has a capac- 
ity for 250 cars. 

The Erie road proposes building two new passenger 
stations, one at Jamestown, N. Y., to be 113 ft. long by 
32 ft. wide, and another at North Collins, N. Y., to be 36 
ft. long by 25 ft. wide. The plans for both of these sta- 
tions have been prepared. 

The Grisgby Construction Co. has begun grading in 
connection with a new passenger station of the Gulf, 
Colorado & Santa Fe at Dallas, Tex. 

Master Car Builders’ Association. 

A circular of inquiry has been sent out by the Com- 
mittee on ‘‘ Passenger Car Pedestal and Journal Box 
for Journal 44% x 8in.” The Committee submits draw- 
ings of the present M. ©, B. Pedestal for 384 x 7 in. 
journal (M. C. B. 10), and of a pedestal with the same 
width and length of jaw, but having a different design 
of top and a difference in location of bolt holes, and re- 
spectfully asks for replies to five questions as to 
preference and experience. Replies should be sent to 
Mr. Geo. W. West,S. M. P., New York, Ontario & 
Western Railway, Middletown, N. Y., not later than 
April 1, 1897. 

A circular of inquiry from the Committee on Automatic 
Couplers asks for information to assist in “advising 
the Association what changes may be desirable in the 
standard size of Master Car Builders’ Automatic Coupler 
shank, and to recommend a standard yoke or pocket 
strap for rear-end attachment to cars.”’ They ask: 1. 
What M. C. B. coupler is used; the number of each in 
service Jan. 1, 1897; the number of each that have failed 
in the shank; dimensions for standard draft arrangement 
and yokeor pocket strap for 60,000 lbs. capacity cars; 
if bolts or rivets are used to attach strap to shank; if 
holes in shank for these bolts or rivets are reamed; 
whether they should be drilled or reamed; whether it is 
necessary to turn uver theend of strap; and for sugges- 
tions concerning the design of shank and tail strap. Re- 
plies should be forwarded promptly to Mr. C. M. Menden- 
hall, Superintendent Motive Power, P. W.& B.R. R., 
Philadelphia. 

The Committee on Revision of the Air Brake and Sig- 
nal instructions adopted in 1892, requests of members of 
the Association to advise it of such changes in these in- 
structions as they weuld recommend. If it is considered 
that no changes are necessary, the committee would like 
to be so notified. Replies to this circular should be sent 
to Baltimore, Md., not later than March 15, 1897. Mr. 
Mr. E. W. Grieves, M. C. B., B. & O. R. R. 

Members are reminded that they should make appli- 
cation for rooms needed at Old Point Comfort in June 
next, prior to March 1, in order to be sure of proper ac 
commodations. Applications should be made to Geo. 
W. Swett, Manager, Hotel Chamberlain, or F. N. Pike, 
Manager, Hygeia Hotel. 

The Committee appointed to submit designs for box 
car side and end doors, including fixtures, for adoption, 
asks for specific answersto 20 questions. Answers 
should be sent before April 10, 1897, to J. J. Hennesseyy 
M. C. B., C., M. & St. P. R’y, West Milwaukee, Wis. 

The Armor Plate Matter. 
On Monday of this week the Senate passed the Naval 
Appropriation bill with an amendment prposed by Mr. 
Chandler fixing the maximum price of armor at $300 a 
ton, and the total amount appropriated for armor was 
reduced to $2,407,500. The amendment proposed by the 
Committee to appropriate a million dollars for Govern- 
ment armor plant was defeated. The House refused to 
concur and a conference committee was appointed. 
The ** 100 Per Ce nt.?? Rail Joint. 

We published Oct. 9, page 702, illustrations and de- 
scription of a rail joint designed by Mr. M. W. Thom- 
son, Principal Assistant Engineer of the Pennsylvania 
Railroad, which he calls the 100 per cent. joint, inasmuch 
as it is designed to make the joint as stiff as the rail. A 
considerable lot of these was put in the Pennsylvania 
muin line tracks early last year. We learn now that the 
company has just placed an order with the Pennsylvania 
Steel Company for 25 miles more of these joints, indicat- 
ing that the experience so far must have been satisfac- 


tory. 
Garlock **Duo’’? Packing. 


Valve and piston-rod packings that were suitable for 
packing glands of engines working at a pressure under 
108 Ibs. to the square inch have failed to meet the re- 
quirements of the modern steam 
engine using steam from 125 to 250 
lbs. to the square inch. Of course 
with the increased pressure of steam 
gi we have a much higher tempera- 
¢4 ture. The Garlock Packing Co. has 
been experimenting for a number of 
years and has produced and placed 
on the market the Garlock ‘‘Duo’”’ 
packing, which is_ particularly 
adapted for high-pressure steam and 
me hot water purposes, working equally 
as well where a3low pressure is used. This packing is 
guaranteed to give perfect satisfaction under all con- 
ditions and in all places where a high-pressure or hot 
water packing is used, 
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The San Pedro Harbor. 

The commission appointed to look into the matter of a 
harbor at San Pedroor Santa Monica reported to the 
Secretary of War March 2, and the substance of the re- 
port was immediately made public. That commission 
consisted of Rear Admiral J. G. Walker, U. S. Navy, the 
Chairman; Mr. A. F. Rodgers, of the U. S. Coast Sur- 
vey: Mr. George 8S. Morison, M. Am. Soc. C. E.; Prof. 
W.H. Burr, M. Am. Soc. C. E., and Mr. R. P. Morgan, 
of Illinois. Mr. Morgan does not sign the report, which 
is in favor of expending the government appropriation 
at San Pedro, The estimated cost is $2,901,787. From 

the published synopsis of the report it seems that the 
commission says that a good deep-water anchorage in 

six to eight fathoms of water can be had at either har- 
bor, and in either place the necessary appliances for con- 
venient transfer of business can be built. In determin- 
ing which harbor will be most useful the Commission 

reviewed the questions of convenience for construction 
of accessory works, approaches from the land and sea, 

availability as a harbor of refuge and capacity for ex- 
tension and enlargement, and the sum of advantages 
was found to be with San Pedro. While these advan- 

tages lead to the selection of this harbor the advisability 
of the choice is strengthened by the consideration of the 
extensive improvement of its inner harbor already made, 
provided for and contemplated. In the judgment of the 
Board the best public policy demands concentration of 
expenditures at one point, and the selection of San 
Pedro involves materially less ultimate expenditure 
than would be incurred by the maintenance of the two 
harbors. 

The St. Louis Knuckle Litigation, 
Jontinuing the discussion of the recent decision in this 
matter we have the following from the St. Louis Car 
Coupler Co: 

“Referring to the statement of John M. Harrison, 
Second Vice-President of the Shickle, Harrison & How- 
ard Jron Company, which appeared in the Railroad 
Gazette of Feb. 26, on page 156, we would suggest that 
we understand it to be a recognized proposition of law 
and practice that a decision of an Appellate Court has 
no effect upon the judgment of the court below until its 
mandate is duly filed in the court from which the appeal 
is taken; consequently, since the transmission to the 
Circuit Court of the mandate from the Court of Appeals 
has been stayed until March 10, the original decree and 
judgment of the Circuit Court remains in force until 
March 10, and between the day of the rendition of its 
judgment by the Circuit Court and the handing down 
of the mandate of the Court of Appeals the defendants 
have no more right to disobey the order of the Circuit 
Court than if no appeal had been taken. 

“The fact, of which the defendants gratuitously ad- 
vise us, that they have been and are manufacturing our 
knuckles in defiance of the still effectual judgment of 
the Circuit Court, may hereafter furnish some interest- 
ing reading.” 


THE SCRAP HEAP. 





Notes. 

The working time in the shops of the New York, New 
Haven & Hartford has been increased from eight hours 
a day to ten. 

Near Chattanooga, Tenn., on Feb. 24, a covered wagon, 
occupied by ten persons (one woman and nine children), 
was struck by a train of the Southern Railway at a 
crossing, and seven of the occupants of the wagon were 
killed. 

New rooms for the Young Men’s Christian Association 
of the Philadelphia & Reading Railrcad were opened at 
Green street, Philadelphia, on the evening of March 1. 
President Harris and Vice-President Voorhees made 
addresses. 

The Pennsylvania Railroad now limits all single-trip 
local tickets to two days, that is the day of sale and one day 
thereafter. Agents may redeem unused tickets on the 
day of sale, but after th»t applicants must send to the 
General Passenger Agent. 

At 103d street, Chicago, on Feb. 25, an electric street 
car was struck on the crossing of the Chicago & Eastern 
Illinois by two passenger trains running in oppcsite 
directions, at practically the same moment. Three of 
the occupants of the car were killed and two others 
fatally injured. It is said that the crossing gates were 
closed and that the street car was running at an uncon- 
trollable rate. 

On the Chicago, Peoria & St. Louis road, where 
Brown's discipline was adopted a year ago, suspensions 
have now been abolished in the maintenance-of-way 
department—that is, among the trackmen, bridge men, 
water supply men, section foremen, carpenters, and, in- 
deed, all of the men who have permanent places, and 
excepting only the section laborers and others whose 
tenure is temporary. 

On Feb, 24, a special train of the Canada Atlantic ran 
from Ottawa to Montreal, 117 miles, in 2 hours and 45 
minutes. There was a stop of 18 minutes at Coteau 
Junction for refreshments, and there was one other stop, 
so that the actual running time was cnly Z hours 19 
minutes. In the summer of 1883, this road ran a regular 
train between Ottawa and Montreal, which was sched- 
uled at 2 hours 29 minutes, and on one occasion made the 
run in 2 hours 24 minutes, 

The Baltimore & Ohio has ordered the telegraph de- 
partment to keep a record of all railroad messages, and 
charge them to the department from which they are 


sent. Messages of 12 words or less will be charged at 10 
cents each and longer ones at 20cents. Whether this 
latter rate covers 200-word messages, such as presidents 
and general managers send when they are out on the 
road, is a point which is not cleared up by the item from 
which we take this statement. The reporters claim that 
the number of messages has now fallen off so that some 
operators have had to be suspended. 


On March 2 a special train over the Central ot New 
Jersey, the Philadelphia & Reading and the Baltimore 
& Ohio, carrying Vice-President Garret A. Hobart, ran 
from Jersey City, N. J., to Washington, D. C., in 4 
hours 8 minutes. The train consisted of a baggage car 
and two heavy officers’ cars, weighing, with the engine, 
about 200 tons. From Philadelphia the train was hauled 
by engine 1,313, which has made many fast runs before. 
It appears from the press dispatches that the calcula- 
tion was to run the train through in 4 hours 15 minutes, 
which time, it will be seen, was reduced 7 minutes. 
The train stopped once to take water and once to coola 
hot box, and there were several slow orders, so that it is 
estimated that 19 minutes were thus lost; excluding 
this, the average rate of speed for the entire distance 
was about 60 miles an hour. From Philadelphia it 
is estimated to have been 67 miles an_ hour. 
The first 57 miles out of Philadelphia were covered in 56 
minutes. From Aberdeen to Bay View, a distance of 
25.7 miles, the time was 22 minutes—an average of a lit- 
tle over 70 miles an hour. The best previous record from 
Jersey City to Washington is, we believe, that of the 
Pennsylvania Nov. 28, 1891, four hours eleven minutes, 
New York State Car Heating Law. 


The Supreme Court of the United States has affirmed 
the constitutionality of the lawin the State of New 
York forbidding the use of stoves in passenger cars. 
The case came up on appeal by the New York, New 
Haven & Hartford Railroad. In the failure of Congress 
to legislate on the subject, the Court holds it was com- 
petent for the state to provide for the safety of pas- 
sengers, both in cars running on railroads within the 
state, or coming into the state from another state. 


The ohio and Potomac Floods. 


The floods of Feb. 21-23 in Pennsylvania, Maryland, 
West Virginia and Ohio were. in many cases, higher 
than ever before known. The money loss, both 
from interruption of business and destruction of prop- 
erty, was very great, but no reliable estimates have been 
published. This appears to be due to the absence of any 
great damage at any one place, though lumbermen have 
probably lost large quantities of logs, and some 
highway bridges have been carried away. We find 
no report of the loss of railroad bridges, except 
trestles, and these all seem to have been of 
moderate or small size. The losses to the railroads 
consist of small washouts in large numbers, and an in- 
terruption of business for from one to four days. Parts 
of the trunk railroads were impassable for 48 hours or 
more. ‘This statement applies to the Baltimore & Ohio, 
the Chesapeake & Ohio, the Kanawha & Michigan, the 
Toledo & Ohio Central, the Ohio River, the river divi- 
sion of the Cleveland & Pittsburgh, the Wheeling & 
Lake Erie. the Cleveland, Lorain & Wheeling, the 
Bellaire, Zanesville & Cincinnati, the Ohio Valley, the 
Norfolk & Western, the West Virginia Central & Pitts- 
burgh, the West Virginia & Pittsburgh and the Monon- 
gahela River. 

The experience of the Baltimore & Ohio, which is of 
the same general character as that of the other roads, is 
described in the Baltimore Sun. We quote a few para- 

raphs: 
si Over a thousand men are employed on the Baltimore 
& Ohio, between Green Spring and Washington Junc- 
tion, removing the debris washed on the tracks by Mon- 
day’s flood. Most of this force is between Green Spring 
and Martinsburg, where the damage has been greatest. 
In the vicinity of Sleepy Creek the mud settled on the 
track 6 ft. deep for three-quarters of a mile. Six hun- 
dred colored laborers who had been engaged on the im- 
provements to the Pittsburgh & Connellsville Division 
were sent east to work on the tracks. 

The two-story station at Sir John’s Run was covered 
by water, and all that could be seen of two freight trains 
which were caught there were the smokestacks of the 
locomotives. Several carloads of cattle were taken from 
the inundated train &’nd removed to Hancock in time to 
save them from drowning. In the lower end of Bruns- 
wick many houses have been vacated by their occupants 
for fear of being washed out by the flood. 

For two miles west of Washington Junction the Ches- 
apeake & Ohio Canal and the Potomac River appear to 
be one, and in many places the banks of the canal are 
washed away. The B. & O. pumphouse at this junction 
was removed to a higher place. 

On the West Virginia Central & Pittsburgh a locomo- 
ive fell into the river at Hampshire mines. 


Proposed Railroad in Mozambique. 


In the advance sheets of consular reports for February, 
Consul Hollis, of Mozambique, writes under date of 
Nov. 20, 1896, that the obstructions to navigation, shoals, 
rapids, etc.,on the Zambesi River have always con- 
tributed largely toward the excessive cost of transport 
from the coast to British Central Africa, and that it is 
now proposed to construct a railroad from Kiliman to a 
point on the British Central African border, just above 
the rapids on the Ruo River, a distance of about 190 or- 
200 miles. A decree of the Lisbon government has jusg 
been published authorizing the Zambesi Railway Com 
pany, a Portuguese corporation, to issue four per cent: 
bonds to the amount of £1,400,000 ($6,813,100), redeem- 
able at par in 65 yearsor less. This sum _ will consti- 
tute the capital of the company and is to be expended in 
constructing and working the railroad, which must be 
completed by the end of the year 1900. Any manufac- 
turer wishing to do busiaess with this company must go 
to Lisbon, where the head offices are located, and there 
negotiate with the leading officials. 


Lake Shipping Notes. 


A large amount of wheat is being taken from Minne- 
apolis to Duluth, already some 600,000 bu. having been 
transferred. 

The Steel Canal Boat Co., cperating between Cleve- 
land and New York, willthis year enter the flour and 
wheat trade, and will build 12 more boats at once. 

The 6,000-ton steel ship Andrew Carnegie was launched 
at Cleveland, Ohio, last week. It is owned by the Wil- 
son Transit Co., and is 420 ft. long,‘48 ft. beam and 28 


ft. deep. The vessel has a triple expansion engine of 


wy ~ t-te 


In addition to the 2,500,000 bu. steel grain elevator, to 
be built in Buffalo by the Great Northern road, as stated 
in our last issue, it is now reported that two large eleva- 
tors of the same construction will be built in Chicago 
and one in Duluth. 


Improvements aggregating $50,000 will be made on 
the Wisconsin Central Railroad ore docks at Ashland, 
Wis. This work, together with 20 miles of double track 
on the Duluth, Missabe & Northern and short exten- 
sions of the Ishpeming & Lake Superior will comprise 
all the additions to be madethis year by the iron ore 
roads, 


The improvement at the harbor of Duluth will prob- 
ably be done by Williams & Green and C. S. Barker, of 
Duluth, they being the lowest bidders, at about $1,700,- 
000. The estimated cost of the work was $3,000,000. The 
difference between the contract priceand the estimated 
cost, authorized by Congress, will be available for con- 
— harbor entrance piers, wider channels and other 
work. 








LOCOMOTIVE BUILDING. 
The Mexican Central is in the market for 20 10-wheel 
simple engines, about 110,000 lbs. weight on the drives, 
for freight service. 


The Schenectady Locomotive Works has received an 
order from the Cleveland, Cincinnati, Chicago & St. 
Louis for two simple 8-wheel passenger engines. 


The Delaware & Hudson Canal Co. has had under con- 
sideration the changing of some of its locomotives to 
culm burners, but nothing has as yet been decided. 


The Erie road is having 10 of its passenger engines 
changed from simple to Vauclain. The compounds are 
equipped to burn culm for fuel. Two engines of the 
same type were compounded about six months ago. 


The Pittsburgh, Bessemer & Lake Erie has sent out 
specifications asking for bids on eight mogul freight 
engines. Bids must be in by March 15 and delivery 
made in July of this year. In placing the order the 
company may decide on seven mogul and one switch 
engine. 


The Pennsylvania Railroad will build at its Juniata 
shops 10 simple mogul freight engines of the F. I. type, 
for use on the Pittsburgh, Cincinnati, Chicago & St. 
Louis. Tbey will have 53-ir. drivers and weigh about 
146,000 lbs. It is stated that 10 new class L passenger 
locomotives will also be built in the near future. 


CAR BUILDING. 








The Rio Grande Western is asking bids on 200 freight 
cars. 


The Chesapeake & Ohio is asking bids on one postal 
car and one combination car. 


It is stated that the Michigan-Peninsular Car Co., of 
Detroit, Mich., 1s building 150 flat cars for the Northern 
Pacific. 

The Receivers of the Union Pacific are endeavoring 
to obtain permission from the Court to order 1,000 new 
freight cars. 


The Haskell & Barker Car Co. has received an order 
from the Chicago, Hammond & Western for building 
100 stock and 40 flat cars. 


The Colorado Midland has placed an order with the 
Pullman Palace Car Co. fur building 20 refrigerator 
cars. The same company is also building 100 fruit cars 
for the San Antonio & Aransas Pass Railroad. 


In our issue of Feb. 5 we stated that the Mexican 
Central expected to be in the market shortly for 500 
freight cars. The number has been changed to 600 and 
the company is now in the market for that number. 





The Staten Island Midland electric road has received 
from the St. Louis Car Co. four new passenger cars and 
an observation car for the use of the officers of the road. 
It is stated that the passenger cars will later be equipped 
with heavier motors for climbing the heavy grade at 
the St. George terminal of the line. 








BRIDGE BUILDING. 


Barre, Pa.—The County Commissioners have let the 
contract for the new bridge here to the Nelson & Bu- 
chanan Bridge Co., of Pittsburgh, for $1,237. The bridge 
will be 109 ft. long and 14 ft. wide. Isaac Chilcote, of 
Alexandria, has the contract for rebuilding the abut- 
ments at $1.50 a perch. 


Belmont, Tex.—The Commissioners Court of Gon - 
zales County will meet here on March 1 to locate a 
hridge site on the Guadalupe River. They will also 
meet at Gonzales on April 8 to adopt a plan for said 
bridge and to receive bids for the construction of an iron 
or wire bridge across the Guadalupe River, near this 
place. W. W. Glass, County Judge. 


Brooklyn, N. ¥.—A bill has been passed by the 
House at Albany previding for the construction of a 
bridge over Coney Island Creek, in Kings County, the 
cost to come out of the Gravesend common land fund. 





Buffalo, N. Y.—Bids for the Seneca street viaduct were 
opened by the Grade Crossing Commissioners on Feb. 23, 
as follows: Brown & Stabell, $143.494; Dwyer & Hun- 
tington, $169,651; Wm. McIntosh, $179,744; John Miller, 
$171,239; B. P. Smith, $185,757; Christopher Smith, $169,- 
399. 


Caldwell, Tex.—Bids are invited by the Commis- 
sioners Court of Burleson County on March 11 for the 
construction of two steel bridges, one over Davidson’s 
Creek, one mile from this place, with spans of 54 ft., 
wooden approaches of 22 ft. on each end, roadway 14 ft; 
the other over the East Yegua, at the San Antonio 
crossing, 11 miles west of Caidwell, 26-ft. span, wooden 
re 14 ft.on each end. E. G. Banks, County 
Judge. 


Calgary, N. W. T.—The City Council will renew 
the*ridge over the Elbow, in the east end of the city. 
It is estimated that an iron bridge will cost $2,606. 


Georgetown, D, C.—Sealed proposals for the recon- 
struction of Pier No. 4 of the Aqueduct Bridge, across 
the Potomac River at this place, will be received until 
March 22. Information furnished on application to 
Chas. J. Allen, Major Engineers, United States Engi- 
neers’ Office. 


Greensburg, Pa.—The Town Council has opened bids 
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for a bridge over Jack’s Run, on East Pittsburgh street 
The contract for the masonry was awarded to Bennett & 
Grannell, of Greensburg, for $1,572.90. and that for the 
iron and steel work was let tothe Pittsburgh Bridge 
Co, for $1,298. 


Honesdale, Pa.—The Grand Jury has recommended 
a new bridge over the Lackawaxon River in place of the 
present covered structure. : 


Houston, Tex.—It is now stated that the Houston, 
East & West Texas will build four new iron bridges to 
take the place of the old wooden and iron ones now in use. 
These are to be over the San Jacinto, Trinity, Neches and 
Sabine rivers. The bridge over the Trinity River will 
haveadraw. J. Henning, Superintendent of Bridges 
and Buildings. 


Hull, Que.—The Hull Electric Railway will cross 
the Canadian Pacific tracks by an overhead bridge in 
this city. 

Kilmarnock, Ont.—The government will replace the 
bridge here with an iron or steel structure at a cost of 
$8,000. An engineer is preparing plans. 


Laramie, Wyo.—A bridge is to be built over the 
Grand Encampment in Carbon County, near Perham. 


Maniwaki, Ont.—A new steel bridge will be built 
over the Gatineau River here. 


Montgomery, Ala.—The Senate has passed a bill au- 
thorizing the Montgomery, Hayneville & Camden to 
build a bridge across the Alabama River, between Lower 
Peachtree and Prairie Bluff. 


Muscatine, Ila.—lIt is stated that the Board of Super- 
visors of Muscatine County will give the contract at its 
April session for a 560-ft. bridge of four spans of 140 ft. 
each over Cedar River, at Tice’s Ferry. Plans and 
specifications, accompanied by bids, will soon be called 
for by E. C. Stocker, County Auditor, this place. 


Newbern, N. C.—The North Carolina Legislature has 
empowered the Commissioners of this county to appro- 
priate funds for an iron and steel bridge across the river 
near kere, and estimates and bids for the construc- 
tion of the same will be asked for during the present 
spring. The Chairman of the Board at this place will 
have charge of the matter and will furnish additional 
particulars. ‘The bridge will be for both vehicles and 
pedestrians. 


Newport, Me.—It is said that it is proposed to build a 
new bridge over the Sebasticook River on Main street. 
It will be 168 ft. long, with a 20-ft. roadway and one 
sidewalk 5 or 6 ft. wide. F. M. Shaw, Town Clerk. 


New York.—The New York Central & Hudson River 
will replace the present lift bridge and approach spans 
over Spuyter Duyvil Creek, on the branch of the road 
from Spuyten Duyvil to Tbirtieth street, New York, 
with a new draw span and three approach spans. The 
bridge will be double track. The length of the draw- 
span will be about 225 ft. and that of each of the ap- 
proach spans 110 ft. For further information address 
the Third Vice-President of the road. 

A bill has been introduced at Albany correcting defects 
in the law authorizing the construction of the Willis 
avenue bridge over the Hariem River. The Commis- 
sioners of Condemnation have completed their work, 
and their report is now ready for confirmation. It is 
expected that as soon as the report has been confirmed 
the contract for building the bridge will be awarded and 
work commenced under the plans which have been ap- 
proved. The bridge will begin at First avenue and 125th 
street, on the Harlem side, and run to Willis avenue and 
134th street on the north side, a distance of 2,600 ft. The 
river will be crossed by two spans and a draw. The 
bridge is to be of steel, and will be supported by three 
piers, beside the one on which the draw will be placed. 
It will be 26 ft. above high water, and is estimated to cost 
$1,663,000. 

A bill has been introduced at Albany providing for the 
construction of a free bridge over the East River be- 
tween New York and Long Island City, over Blackwell’s 
Island. The Governor is to appoint six persons, who 
with the Wayor of New York and the Chairman of the 

ueens County Supervisors shail constitute a commis- 
sion to construct the bridge. The cost of constructing 
the bridge shall be borne one-half by New York City and 
one-half by Queens County. The Bridge Commission 
may purchase any existing charter authorizing the con- 
struction of such a bridge. 


Ogdensburg, N. Y.—The House at Washington has 
passed a bill authorizing the New York & Northern to 
build a bridge across the St. Lawrence River at this point 


Philadelphia, Pa.—The Philadelphia city officials 
have prepared plans for bridges to be built to abolish the 
grade crossings of the Baltimore & Ohio at Broad and 
Oregon streets and of the Greenwich branch of the 
Pennsylvania Railroad at Broad and Pollock streets. 
A bill for carrying out the first-mentioncd plan has been 
favorably reported to the City Council. 

Councils’ Committee on Surveys has agreed to report 
favorably the ordinance instructing the Department of 
Public Works to proceed with the construction of the 
new bridge at Gray’s Ferry over the Schuylkill, for 
which an appropriation of $400,000 has been made. 


Scranton, Pa.—A resolution has been introduced in 
Select Council requiring the City Engineer to make 
plans and estimate of cost of an overhead roidway from 
Clover to Iron streets across the Delaware, Lackawanna 
& Western tracks. It was referred to committeee. 


Sharon, Pa.—It is stated that the proposed bridge 
near the Eagan Foundry will be built this year. 


Wenatchee, Wash.—The Wenatchee Water Power 
Co. proposes to build a bridge across the Wenatchee 
River, to carry their flumes and pipes, the bridge to be 
about 2'4 miles from town. The structure will have 
one span of 200 ft., with a 95-ft. approach from the south 
end and a 265-ft. approach from the north end, and will 
be 16 ft. wide. 


Williamsport, Md.—It is reported that high water 
washed away the bridge over the South Branch, near 
here. 

Youngstown, O.—Bids are asked March 20 for the 
superstructure of a highway bridge over Mahoning 
River at Spriag Common. Bids for the substructure of 
the same are wanted on March 19. D M. Wise, County 
Engineer. 


RAILROAD LAW- NOTES OF DECISIONS. 








Carriage of Goods and Injuries to Property. 

In Minnesota defendant contracted with plaintiff 
to transport live stock to a point beyond the line of its 
road, it having to deliver it to a connecting road for 
transportation to its destination. The contract provided 
that, as a condition precedent to his right to recover any 





damage for loss or injury, plaintiff should give notice 
in writing of his claim therefor to some officer of de- 
fendant or its nearest station agent, before the stock 
should be removed from the place of its destination or 
mingled with other stock. It did not appear that de- 
fendant had any officer or agent at the place of destina- 
tion. The Supreme Court rules that the condition was 
unreasonable and void.? 

In the same state it is held that where a person orders 
goods from a dealer in another town. using the name of 
one with whom such dealer had formerly done business, 
and the goods are thereupon shipped to him, the carrier 
is not liable on delivery of the same to the person send- 
ing the order, he appearing at the station, claiming the 
goods and producing an invoice.* 

In Utah it is held that where, at the time of making a 
written contract for the shipping of stock from Utah to 
Chicago, another written contract was made for the 
transportation of the shipper’s servant to care for the 
stock, under which a passenger ticket issued, which 
read to Omaha, though the contract for the transporta- 
tion of the stock did not name any particular route by 
which it was to be shipped, the contract was to ship 
through Omaha.? 

In this case it is held that a shipper of stock toa 


certain destination may withdraw the stock at any point ~ 


on the route on payment of the freight to the destina- 
tion.’ 

In Illinois a railroad was not relieved of liability for 
failing to close an open gate at a farm crossing. which 
its employees found open, by the fact that the gate led 
into a field containing a growing crop, and that, because 
the owners thereof was therein, the employees supposed 
he would close the gate upon coming out.® 

In California the Supreme Court holds that, as it is 
optional with a carrier to accept or refuse powder for 
transportation, if it chooses to accept it it can do so with 
such limitation of its common-law liability as it sees fit.® 
Injuries to Passengers, Employees and Strangers. 

In Massachusetts an employee of a railroad, mding on 
its train as a passenger, is not a free passenger, though 
his ticket is such as the company issues only to its em 
ployees working in Boston, and living at some other 
place on its line.’ 

In New York a railroad which permits the construc- 
tion of an inclined track from a stone quarry down to, 
and partly on, the ratlroad line, is liable for the negli- 
gence of the quarryman operating cars on such inclined 
track, by which a passenger on the railroad is injured; 
and the fact that the negligent act wnich caused the in- 
jury was performed on the land of the quarryman is im- 
material.® 

In Illinois it is held that a common carrier is not 
liable for a loss of baggage occasioned by an unforeseen 
and unprecedented flood, though the flood would not 
have been encountered but for the carrier’s delay.® 

In Georgia it is ruled that a railroad ticket entitling a 
designated person to a stated number of single continu- 
ous trips, for each of which a separate coupon is at- 
tached, “between” two specified stations, and stipu- 
lating that ‘“‘passage shall be taken only on such trains 
as stop at the above-named stations,’ and also that 
“this ticket shall be good only for continuous trips 
bet ween”’ these stations, confers upon that person, upon 
surrendering one of the coupons, the right to ride from 
an intermediate station to either of the two stations 
mentioned in the ticket, or from either of those stations 
to the intermediate station, provided he boards a pas- 
senger train which, upon its regular schedule, stops, 
not only at the two specified stations, but at the inter- 
mediate station also.?¥ 

In Illinois negligence cannot be imputed toa passen- 
ger on a street car because he assumes, while riding, an 
attitude to which the construction of the car invites or 
tempts him.*? 

In Virginia it is not negligence per se for a passenger 
on a rapidly moving train to attempt to pass out of one 
car into another, in search of a seat. '? 

In Illinois one who loses a train on which he has 
secured passage because of the statement of the agent 
that it was an hour late, whereas it was only 45 minutes 
behind time, is held to have no cause of action against 
the company.** | : 

in Washington in an action by a passenger against a 
railroad for injuries received by being thrown from the 
train in attempting to alight, by the sudden starting of 
the train, it appeared that the train stopped before reach- 
ing the depot platform, and that plaintiff then attempted 
to get off, when the train was suddenly started, whereby 
plaintiff was thrown to the ground. There was evidence 
that the train usually stopped at that place for passen- 
gers to get off, and that it was customary for them to 
get off when the train first stopped, and that plaintiff 
had ridden upon tke train several times before. The 
Supreme Court rules that she was not, as a matter of 
law, guilty of contributory negligence.?, 

In Colorado the rule that where an employee being 
suddenly ordered into a position of danger by one hav- 
ing authcrity over him, obeys and is injured, the master 
will not be relieved from liability, has no application to 
a case where acar repairer, as he had been in the habit 
of doing during the entire course of his employment, 
goes between cars standing on a side track, to make re- 
pairs, having flags to indicate his presence sct at only 
one end of the cars,?°* : 

In the Federal Court of Appeals plaintiff, a night 
yardmaster in the employ of a railroad, was walking, 
on a dark night, between two tracks in the company’s 
yard, on one of which a freight train was moving past 
him. He stepped on the ties of the vacant track in order 
to pass around aswitch stand, the space between the 
tracks being narrow, and continued walking along the 
ties for a short distance. A few minutes before he had 
looked back over the track and had seen no train ap- 

proaching, and he knew that in the usual course of 
things no train would be run over the track on which he 
was for some hours. While he was thus walking along 
the track an extra train, backing down the track in a 
manner conceded to be neglicent, overtook plaintiif, and 
knocked him under the wheels of the other moving 
train, by which he was injured. The Court holds, in an 
action by plaintiff against the company, that he could 
not be held guilty of contributory negligence, as a mat- 
ter of law, though walking on the track without look- 
ing back, but that the question was for the jury.}" 

in Texas a master cannot escape his liability to his 
servant for negligeuce by reiegating his employee to the 
service of another; the servant being continued at his 
original employment, and no knowledge imparted to 
him of a change in the relations between him and his 
master.*” 

in lllinois a gripman and one of a wrecking crew in 
the employ-of a cable street railway company, are held 
not to be fellow servants ** 

In Minnesota plaintitf, with others, was employed as a 
Sectionman in repairing defendant’s main track, by 
taking up rails, putting in new ties and then replacing 
the rails. The work had to be done with great and ex- 


traordinary haste, in order to avoid danger totrains that 
were, or might be, approaching. While éngaged in per- 


forming this work with this degree of haste, and while 
he and another sectionman were carrying a heavy iron 
rail, plaintiff was injured by his fellow-servant’s negli- 
gently releasing his hold on the rail and letting it fall. 
The Supreme Court rulesthat plaintiff’s employment in. 
volved an elemert of hazard or danger which contributed 
to the injury, and which was peculiar to the “ railroad 
business,” and that, therefore, the statute making rail- 
way companies liable to their servants for the negligence 
of their fellow-servants, applied.'® 

In Missouri it is held that evidence that plaintiff, who 
was riding a mule, and had stopped at a house near the 
track, saw atrain coming and endeavored to get at a 
safe distance; that he did not know that the mule was 
afraid of cars; but that the whistling of the locomotive 
frightened the animal so that it beceme unmanageable 
and carried his rider upon the track, was held to warrant 
a finding that plaintiff was free from negligence ?° = 
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MEETINGS AND ANNOUNCEMENTS, 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Boston & Maine, quarterly, 11 per cent. on common 
stock, payable April 1. 

Delaware & Hudson Canal, quarterly, 14¢ per cent., 
pavable March 15. 

Pittsburgh Junction, 75 cents on common stock, pay 
able March 1. 

West Jersey & Seashore, semi-annual, 2}4 
common stock, paying Maren 10. 
Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Cleveland, Akron & Columbus, annual, Cleveland, O., 
March 18. 

Missouri Pacific, annual, St. Louis, Mo., March 9. 

Pennsylvania annual, Philadelphia, Pa., March 9. 

St. Louis. Iron Mountain & Southern, annual, St. 
Louis, Mo., March 9. 

Tennessee Coal, Iron & Railroad Co., annual, Tracy 
City, Tenn., March 9. 

Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The International Association of Ticket Agents will 
— a convention at San Antoniv, Tex., on March 10, 
1897. 

The Street Railway Accountants’ Association will 
meet to organize in Cleveland, O., March 23 and 24, 1897. 
For further particulars see issue of Feb. 12, page 121. 

The American Railway Association will hold its con- 
vention at Richmond, Va., on April 7, 1897. 

The National Convention of Railroad Commissioners 
will be held at St. Louis, Mo.. on May 11, 1897. 

he Association of Railroad Claim Agents will hold 
their next meeting at the Southern Hotel, St. Louis, 
May 26, 1897. 

The Association of American Railway Accounting 
Officers will hold a convention at Richmond, Va., on 
May 26, 1897. 

The Association of Railway Claim Agents will hold 
its convention at St. Louis, Mo., during the last week of 
May, 1897. 

The Master Car Builders’ Association will hold its 
annual convention at O'd Point Comfort, Va., beginning 
June 8, 1897. 

The American Railway Master Mechanics’ Associa- 
tion will hold itsannual convention at Old Point Com- 
tort, Va., beginning June 15, 1897. 

The National Association of Local Freight Agents’ 
Associations will hold a convention at Washington, D. 
C., on June 8, 1897. 

The Association of Railway Telearaph Superintend- 
ents will hold a convention at Niagara Falls, N. Y., on 
June 16, 1897. 

The National Association of Car Service Managers 
be hold a convention at Boston, Mass., on June 16, 

897. 

The Train Despatchers’ Association of America will 
hold a convention at Detroit, Mich., on June 22, 1897. 

The Railway Signalling Club will meet on the second 
Tuesday of the monthsof January, March, May, Septem- 
ber and November. in Chicago. 

The Western Railway Club meets in Chicage ~n the 
third Tuesdav of each month. at 2 p m. 

The New York Railroad Club meets at 12 West Thirty- 
first street, New York City. on the third Thursday iz each 
month, at 8 p. m. 

The New England Railroad Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesdav of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffale, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

Lhe Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga., on the third Thurs- 
dav in January, April, August and November. 

The North-West Railway Club meets on the first 
Tuesday after the second Monday in each month, at 8 
p.m, the place of meeting alternating between the 
West Hotel, Minneapolis, and the Rvan Hotel, St. Paul. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street. New 
York, on the first and third Wednesdays in each month, 
at 8 p. m. 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m., to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736- 
1739 Monadnock Block, Chicago. 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 

except during July and August. 
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The Denver Society of Civil Engineers meets at 3 
Jacobson B'ock, Denver, Col., on the second Tuesday 
of each month except during July and August. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., on the third Saturday in each month, at 
if .m. 

The Engineers’ Club of Minneapolis meets in the 
Pablic Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at 8 p. m. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

The Engineers’ Club of Cincinnati meets at the room 
of the Literary Club, No. 25 East Eighth street, Cincin 
nati, O.,on the third Thursday in each month, at 7:30 
p.m. Address P. O. Box 333. 

The Engineers and Architects’ Club of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street, on the second Thursday each month at 8 p. m. 

The Western Found en’s Association meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. S. T. Johnston, Monadnock Block, Chi- 
cago, is secretary. 

The Engineers’ Club of Columbus, (O.), meets att121¢ 
North High street, on the first and third Saturdays 
from September to June. 

The Engineers’ and Architects’ Association of Southern 
California meets each third Wednesday of the month in 
the Hall ofthe Chamber of Commerce, Los Angeles, Cal. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month. ex- 
cept in the months of July and August, at the Buffalo 
Library Building. 

The Civil Engineers’ Society of St. Paul meets on 
the first Monday of each mont’. except June, July, Au- 
gust and September. 

The Engineers’ Society of Western New York meets 
on the first Monday of each month at the Society’s rooms 
in the Buffalo Library. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesday in 
each month, at 7:30 p. m. ; . 

The Engineers’ Club of St. Louis meets in the Mis 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
sociation headquarters are at The Cumberland Publish- 
ing House, Nashville. Tenn. ; 

The Engineers’ Society of Western Pennsylvania 
meets at 410 Penn avenue, Pittsburgh, Pa., on the third 
Tuesday in each month, at iF m. : 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first’ Friday in each 
month, at 8 p. m. ae p 

The Association of Engineers of Virginia holds in, 
formal meetings on the third Wednesday of each month 
from September to May, inclusive, at 710 Terry Building 
Roanoke, at < p. m. 


Civil Engineers’ Club of Cleveland. 

The semi-monthly meeting of the Civil Engineers’ Club 
of Cleveland was held in the rooms of the club, Case Li- 
brary Building, Cleveland, O., Tuesday evening, Feb. 22. 
Dr. Cady Staley, President of the Case School of Applied 
Science, presented a paper upon ‘The Sanitation of 
Paris”; its water supply, street-cleaning, sewers and 
sewage disposal and the sewage farm at Genevilliers. A 
discussion followed. 


Gentral Association of Railroad Officers. 


The Executive Committee and presidents of the differ- 
ent divisions of the Central Association of railroad offi- 
cers met in Cincinnati recently to perfect arrangements 
for the annual meeting of the association, which will be 
held on July 12. Subjects were selected for discussion at 
that meeting. The Association is composed of six di- 
visions, with headquarters at Indianapolis, Columbus, 
Peoria, Toledo, St. Louis and Cincinnati. 

Conventions atOld Point Comfort. 

Mr. F. N. Pike, lessee of the Hygeia Hotel at Old 
Point Comfort, Va., announces that he will at once 
commence booking rooms to all applicants for the con- 
ventions of the Master Car Builders’ and Master Me- 
chanics’ associations, which will be held at Old Point 
Comfort, commencing June 8. The hotel has a frontage 
of more than one-eight of a mile and provides facilities 
for surf bathing, the bathing beach being immediately 
in front of the hotel. As the hotel has an extensive 
frontage near the water’s edge, the rooms will undoubt 
ediy be cool and comfortable. 

Ticket Agents’ Association. 

The International Association of Ticket Agents will 
hold its seventh annual convention at San Antenio, 
Tex., March 10. The Iron Mountain, the Texas & Pa- 
cific and the International & Great Northern will give 
the members the use of an elegant special train of Pull- 
man sleeping-cars, starting from St. Louis on the even- 
ing of March 7, and the officers of these roads, together 
with those of the Hot Springs Railroad, have issued an 
elegant souvenir itinerary There will bea side trip to 
the Hot Springs, where a stop of about 24 hours will be 
made. The train will run from St. Louis to Malvern, 
the junction of the Hot Springs road, 383 miles, in 12 
hours and 52 minutes, and from Malvern to San Anto- 
nio, 541 miles, in18 hours 30 minutes, which is equal to 
about 30 miles an hour, arate which, according to the 
souvenir, is “exceedingly fast.” 





PERSONAL. 





—Mr. J. C. Tipton has been appointed Commercial 
Agent of the Southern Railway, with office in Chatta 
nooga, Tenn. 


—Mr. T. B. Blackstone, President of the Chicago & Al- 
ton, sailed from New York on Feb. 24, for a vacation in 
the West Indies. 


—Mr. J. T. Odell, Assistant General Freight Agent of 
the Ohio Southern, has been appointed Agent of the 
Kanawha Despatch at Toledo, O. 


-—Mr. Wilson H. Tousey died at his home in Bay City, 


Mich., on Feb. 26. Mr. Tousey was a director of the 
Flint & Pere Marquette Railroad. 


--Mr. John F. Le Hane has been appointed General 
Live Stock Agent of the St. Louis Southwestern, with 
headquarters at Fort Worth, Tex. 

—Mr. Joseph H. Holbrook has been appointed Division 
Roadmaster of the Atchison, Topeka & Santa Fe at 
i City, Mo,, to succeed John C. Rockhold, pro- 
moted, 


—Mr. F. W. Tibbetts, Traveling Agent of the Chicago 
& Northwestern, has been appointed to a similar posi- 
tion with the Nickel Plate Line, with headquarters at 
Boston. 

—Mr. U. B. Piersel, formerly Agent in St. Louis of the 
Kanawha Despatch, has been made General Agent at 
that place. Mr. S. 8. Dudley has been appointed Agent 
to succeed Mr. Piersel. 


—Mr. D. F. Jennings. Assistant General Freight 
Agent of the Toledo, St. Louis & Kansas City, has been 
appointed General Manager of the Nickel Plate Line, to 
succeed Mr. F. L. Pomeroy, resigned. 


—Lieut.-Col. Francis W. Parker, who died at the 
Allegheny Arsenal, Feb. 22, was instrumental in or- 
ganizing the Watervliet Arsenal. He was born in 1838, 
and graduated from West Point in June, 1861. 


—Mr. James C. Dougherty bas been appointed Super- 
intendent of the Munising Railway, to succeed Mr. 
Joseph Guy, resigned. Mr. Dougherty was formerly 
connected with the Chicago & Northwestern. 


—Mr. John G. Harris, formerly Commercial Agent of 
the Texas & Pacific at Fort Worth, Tex., has been ap- 
poe Division Freight Agent of the company, with 

eadquarters at New Orleans, to succeed Mr. A. J. De 
Russy, resigned. 


—Mr. Josiah A. Horsey died at Celmsford, Essex, Eng- 
land, on Feb. 25. as a result of an accident. Mr. Horsey 
was President of the St. Louis & Cairo Railroad, Vice- 
President of the Mexican National and a director of the 
Louisville & Nashville. 


_—Mr. A. L. Van Antwerp, formerly Assistant to the 
General Freight Agent of the Mexican Central, has been 
appointed Traffic Superintendent of the Mexican Rail- 
way. Mr. H. Lawton has been appointed Assistant to 
the General Freight Agent of the Mexican Central to 
succeed Mr. Van Antwerp. 


—Mr. C. H. Rockwell, who has been Auditor of the 
Western Passenger Association, has been appointed 
Traffic Manager of the Louisville, New Albany & Chi- 
cago Mr. C. H. Speers, formerly Secretary of the Kan- 
sas City Local Passenger Association, has been appointed 
Auditor of the Western Passenger Association to suc 
ceed Mr. Rockwell. 


—Mr. Thomas Seabrook, who was prominently identi- 
fied with the construction and extension of the Pennsyl- 
vania Railroad, died at his home in Philadelphia on 
Feb. 24. Mr. Seabrook was 89 years old. His first ser- 
vice in the employment of the Pennsylvania was as an 
engineer in locating the line through the Western 
counties of Pennsylvania. Later he was transferred to 
Gallitzin, where he had charge of considerable construc- 
tion work. In April, 1854, he was appointed Assistant 
Superintendent in charge of maintenance of way of the 
Western Division of the road and in March, 1857, 
was made Resident Engineer in charge of the 
road between Harrisburg and _ Pittsburgh. In 
January, 1859, he was appointed Chief En- 
gineer of the Western Transportation Company, in 
charge of the survey and construction of lines west of 
Pittsburgh which are now part of the Panhandle route. 
Mr. Seabrook subsequently had charge of considerable 
construction work for the Pennsylvania. His last rail- 
road work of importance was the building of the east- 
ern end of the West Shore road. 


—Mr. Edward Ellis, President of the Schenectady 
Locomotive Works, died at his home in Schenectady on 
the night of February 27. Mr. Ellis was 53 years old 
and had been connected with the Schenectady Loco- 
motive Works since he was a boy. 

The Schenectady Locomotive Engine Co. was organ- 
ized in 1848. After about two years the works were 
purchased by John Ellis, D. D. Campbell and Simon 
Groot. In 1851 the Schenectady Locomotive Works 
were incorporated, and bv 1863 Mr. John Ellis had 
acquired nearly all the stock. He was President until 
his death, October 4, 1864, when he was succeeded by 
his son, John ©. Ellis, who died October 4, 1884. The 
second son, Charles G. Ellis, then became President and 
held that office until May 15, 1891, when he died, and 
Edward Ellis succeeded him. There were four brothers, 
sons of Jokn Ellis, and of these, the youngest, William 
D , is now the only survivor. 

Mr. Ellis was a man of generosity and of public spirit, 
but his work in this way was always very quietly done. 
His kindness to his employees and his thoughtfulness 
for their welfare were recognized by all aud produced a 
very warm feeling toward him among all of his subor- 
dinates, whatever their rank. Although he was not an 
active politician and never sought office, he served as 
Presidential elector in 1888, and was for some years fa 
member of the Republican State Committee. He served 
also as a member of the New York State World’s Fair 
Commission. ; 








ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—George H. Campbell, Terminal 
Agent at Baltimore, has been appointed Manager of 
Elevators at that place. 


Chicago, Peoria & St Louis, of Illinois.--On March 1 
the office of Trainmaster was abolished and its duties 
were assumed by Superintendent H.S. Rearden. 


Florida Central & Peninsular.—M. V. Raley, form- 
erly Trainmaster at Waldo, Fla., has been transferred 
to Savannah, Ga., to succeed A. D. Peck, Acting Train- 
master at that place, resigned. R. I. Richard has been 
appointed Trainmaster at Waldo, to succeed Mr. Raley. 


Gulf, Colorado & Santa Fe.—The office of General 
Roadmaster, held by J. J. Hess, has been abolished. Mr. 
Hess has been appointed Division Roadmaster between 
Temple and Fort Charles, Tex. 


Long Island.—At_a meeting of the stockholders 
held in New York City, March 1, the following new 
directors were el2cted: James Timpson, W. G. Oak- 





. man, H. H. Vreeland, J. S. Auerbach and F. G. 


Bourne. These directors succeed J.G. K.Duer, Daniel 
Lord, Austin Corbin, Jr., George S. Edgell and A. C. 
Bedford, resigned. The other directors were re-elected. 


Louisville, New Albany & Chieago.—C. H. Rockwell 
has been appointed Traffic Manager, in charge of both 
freight and passenger business. The appointment took 
effect March 1. 

Maricopa & Phenix & Salt River Valley.—F. B. San- 
ford has been appointed General Passenger Agent, with 
headquarters at Phoenix, Ariz., to succeed‘R. L. Black- 
man, resigned. 


Mexican Central.—The note given on Feb. 19 was an 
error. A. L. Van Antwerp has resigned as Assistant to 
the General Freight Agent and has been succeeded by 
H. Lawton. the New York office of the company is 
that of Eastern Agent and is held by W.C. Carson, It 
is not to be abolished as was stated, 


Mexican Railway.—A. L. Van Antwerp has been ap- 
pointed Traffic Superintendent of the road. 


Mexican Southeastern.—The stockholders of this pro- 
posed road, to be build from San Geronomo, on the Na- 
tional carneeenee road, to Tapachula, on_ the Guate- 
malan frontier, have elected the following Directors for 
the ensuing year: Samuel W. Allerton, Charles Barry, 
Robert P. Porter, E. R. Wheelock, John D. MacLennan, 
E. B. Bary, Peter J. Somers, Edward L. Bartlett,George 
A. Johnson, Alexander L. Morrison, and Max Frost. 
Officers has been elected as follows: President, Robert 
P. Porter, New York; Treasurer, Samuel W. Allerton, 
— General Manager, John D, MacLennan, Cleve- 
and. 


Munising.—James C. Dougherty has been appointed 
Superintendent, with headquarters at Munising, Mich., 
to succeed Joseph Guy, resigned. 


New York Central & Hudson River.—William H. 
Spice has been appointed Trainmaster at Utica, N. Y., 
to succeed S. S. Colton, resigned. 


Northern Central.—At the stockholders’ meeting held 
in Baltimore on Feb. 25 the following directors were 
elected: A. J. Cassatt, J. N. Hutchinson, B. F. New- 
comer, John P. Green, H. Walters, Henry James, Louis 
W. Hall, E. B. Parsons, J. D. Cameron, Luther S. Bent, 
N. Parker Shortridge and Charles E. Pugh. Mr. Pugh 
is the only new member of the board. 


Ohio Southern.- C. A. Barnard, General FreightAgent, 
having mg HOE F. E. Fisher, formerly General Passen- 
ger Agent, has been appointed General Freight and Pas- 
senger Agent. C.D. Whitney has been appointed As- 
sistant General Freight Agent to succeed J. T. Odell, 
resigned. The statement in this column, on Feb. 19, in 
regard to C. A. Chambers and E. W. Hiner, was an 
error. 


Oregon Short Line.—At a meeting of the new Board 
of Directors, held on Feb. 23, officers were elected as fol- 
lows: President, Samuel Carr; Vice-President and 
General Manager, W. H. Bancroft; Vice-President, T. 
J. Coolidge, Jr.; secretary and Treasurer, T. K. Cum- 
mins, Jr.; General Counsel, Henry G. Nichols. 


Philadelphia & Reading.—The following appoint- 
ments were announced on Feb. 26: A. M. Wilson, Super- 
intendent of the Reading Division, to succeed Welling- 
ton Bertolet, resigned;{O. S. Doolittle, Superintendent of 
the Reading & Columbia Division; John H. Raukin, 
General Storekeeper. William T. Gorrell. formerly As- 
sistant Master Car Builder, has been made Master Car 
Builder at Reading, Pa., to succeed Mr. Rankin. 


Pittsburgh, Monongahela & Wheeling.—The officers 
of this company, referred to in another column, are: 
President, W. G. Dacey, 30 Broad street, New York 
City; First Vice-President, Charles C. Dodge; Second 
Vice-President, George H. Anderson; Chief Engineer, 
George S. Davison, Pittsburgh, Pa. 


Pittsburgh, Ohio Valley & Cincinnati.—At the an- 
nual meeting at Marietta, O., Feb. 24, the following 
directors were eleeted for the ensuing year: James Mc- 
Crea, A. J. Warner, J. T. Brooks. J. E. Davidson, J. R. 
McCortney, E. N. Riggs and D. Okey. Mr. McCortney 
succeeds L. L. Gilbert. 


St. Joseph & Grand Island.—The new directors of the 
ee ay: company are Frederick P. Olcott, William 
L. Bull, Gordon Abbott, Henry Budge, Charles H. 
Shaffer, Ulysses G. Life, Edwin McNeil and J. Kennedy 
Tod. At a meeting of these directors on Feb. 23 the fol- 
lowing officers were elected: President, William L. Bull; 
Vice-President and Treasurer, Henry Budge; Secretary, 
pro tem., H. W. Calhoun; General Manager, W. P. Rob- 
inson, Jr.; Auditor, J. G. Drew. 


Toledo, St. Louis & Kansas City.—C. B. McVay has 
been appointed Purchasing Agent, with headquarters at 
Toledo, O. The appointment took effect March1. The 
position has been held heretofore by A. L. Mills, in addi- 
tion to his duties as General Superintendent. 


West Jersey & Seashore.—At the annual meeting of 
stockholders, held in Camden on March 2, the following 
directors were elected: Frank Thomson, Colman F. 
Leaming, John M. Moore, George Wood, N. Parker 
Shortridge, W. J. Sewell, Benjamin F. Lee, James H. 
Nixon, Josiah Wistar, William Bettle, Charles E. Pugh, 
John P. Green and W. H. Barnes. At a subsequent 
meeting of the directors the following officers were 
elected: President, Frank Thomson, Secretary, J. R. 
McClure; Treasurer, Robert W. Smith. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Astoria & Columbia River.—Honeyman, De Hart 
& Glenn, of Portland, Or., who have the contract 
for building that portion of the line between Astoria 
and Goble, Or., state that two-thirds of the line has been 
graded. Those sections which contain the tunnels and 
heavy cuts have not been finished. The working force is 
to be increased, and it is expected that all grading will 
be completed by June 1. o contracts for track-laying 
have yet been given. 


Atlantic, Suwanee River & Gulf.—This road is now 
in operation from Starke, Fla., southwest to Alachua, 
Fla., 27 miles. Itis reported that the Ambler Lumber 
Company, of Jacksonville, Fla., which owns the road, 
will extend it from Alachua northwest to the Suwanee 
River by way of Hot Springs, Fla., about 25 miles. 
Arthur Meigs, of Jacksonville, Fla., is the General 
Manager. 


Beech Creek.—The fill at Carrolltowa, which has 
delayed the completion of the extension of this road, has 
been finished, and the road is now ready for traffic. The 
new line extends from Patton, Cambria County, in a 
general westerly direction to Spangler, Cambria 
County, via Carrolltown, a total distance of about nine 
miles. It reaches rich bituminous coal lands in the 
vicinity of Spangler, and will carry the coal to tide 
water, via the Fall Brook, the Philadelphia & Reading 
and the New York Central & Hudson River roads. 


Chicago Great Western.—iowa newspapers state that 
B. D. Hurd and V. O. Ford, of Des Moines, are now 
contracting for right of way for an extension from 
Hampton, la., a present terminus of this road, south- 
west 38 miles to Webster City. It is stated that the ob- 
jective point of the proposed line is Sioux City, and that 
the company proposes to build the road as soon as right 
of way has been obtained. 


Georgia & Alabama.—Work has been begun on an 
extension of the Fitzgerald Division, which extends 
from Abbeville, in Southern Georgia, south 23 miles to 
Fitzgerald. The extension will be carried south 10 
miles, from Fitzgerald to Ocilla, and is expected to open 
up a considerable timber region. It is expected that the 
line will be completed by July 1. 
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Lake Shore & Michigan Southern.—On Feb. 27 the 
company filed at Chicago a formal acceptance of the or- 
dinance passed by the City Council on Jan. 18 requiring 
the company to elevate its tracks from State and Sixty- 
third streets to St. Lawrence avenue. The ordinance 
requires that a subway be built at Sixty seventh street 
and South Park avenue. It is expected that work will 
be begun within a few weeks. 


Lima.—This company, which is a reorganization of 
the Lima & Honeoye Falls road, has been incorporated 
with a capital stock of $40,000. The directors are Horace 
C. Gilbert, George W. Atwell, Jr., George T. Salmon, 
Urial B. Moses and others. The roads extends from 
Honeoye Falls southwest to Lima, N. Y.. 4.9 miles. The 
original company was chartered in March, 1892, and the 
road was opened in March. 1893. 


Mexican Roads.—Reports from Venadito. Mex.. 
state that the government of Cvuahuila has offered a 
bonus of $500,000 for the construction of a road from 
Venadito to Saltillo, said bonus to be paid at the com- 
pletion of the line. This amount is offered in addition 
to a subvention of $8,000 per kilometer. It is reported 
that this proposition has been accepted by certain Amer- 
ican capitalists and that work on the road will be begun 
shortly. Theline would run from Venadito, in Coah- 
uila, in a general scutherly direction, 48 miles to Salt- 
illo, to connect at that place with the Mexican National. 


Mobile & Ohio.—At the annual meeting of the stocks 
holders held recently. the contract between the company 
and J. W. Woolfolk for the construction of the exten- 
sion from Columbus, Miss., to Montgomer;, Ala., was 
ratified; also the mortgage and the issue of $4,/00,000 5 
per cent. gold bonds of the denomination of $1,000 for 
building the line. This extension of the road is to be 
built during the coming season. A preliminary survey 
of the entire line, 170 miles, has been made and surveyors 
are now in the field locating the line. Right of way is 
being obtained. Terminal facilities have been obtained 
in both Montgomery and Columbus. It isexpected that 
construction work will begin within a few weeks and 
will then be pushed rapidly to completion. Branches of 
12 and 15 miles, respectively. will be built to the Block- 
ton and Warrior coal fields in Northern Alabama. 


New Roads.—The Canadian government has offered 
a subsidy of $3,200 per mile toward the construction of 
a road from Edmundston. on the St. John’s River, in 
the northwestern part of New Brunswick, east to Barr ’s 
Mills. The charter for this road was given some years 
ago to the late John J. MacDonald, who built the Temi- 
sconata Railway, and it is this company that now con- 
trols it and proposes building the new line. 

Surveys are being made for a road to extend from 
Donaldsonville, La., in a general southeasterly direction 
to La Fourche Crossing, 44 miles, passing through Napo- 
leonville and Thibodaux. Local papers state that the 
road will be built by Northern capitalists, together with 
R. M. Quigley & Co., of St. Louis. Mr. Quigley states 
that the route will be from Donalsonville, south to 
Nap ?leonville along the west side of Bayou La Fourche, 
crossing the bayou at or near Napoleonville. From 
Napoleonville to La Fourche Crossing the road wili con- 
tinue along the bayou, striking Thibodaux on the east- 
ernside. It is proposed to make connection with the 
Southern Pacific at La Fourche Crossing Mr. Quigley 
further states that construction work will be begun in 
about two months, and that the entire line will be com- 
pleted this year. 


Northwestern Elevated (Chicago).—Work is ahout 
to be begun on the unfinished portion of this line. This 
resumption has been immediately brought about by the 
company’s being permitted to take back the $100.00) of 
the city of Chicago bonds, which it had deposited with 
the city, and substitute therefor $200,000 of railroad 
bonds. 


Omaha, Kansas City & Eastern.—Grading on this 
road, which extends from Trenton, Grundy County, Mo., 
on the Quincy. Omaha & Kansas City west 34 miles to 
Pattonsburg, Daviess County, on the Omaha & St. Louis, 
has been completed and track is now being laid. It is 
expected that the road will be completed by the middle 
of March. The road will consolidate the Quincy, Omaha 
& Kansas City, and the Omaha & St. Louis roads, and 
will make a through line from Quincy toOmaha. C. N. 
Collins, of Quincy, is the engineer in charge of the 
work. 


Pennsylvania.—Local papers report that the com- 
pany proposes a connection with the Wilkes-Barre & 
Eastern, on the west side of the Susquehanna River, 
opposite Wilkes-Barre, Pa. It is said that the company’s 
tracks will cross the Susquehanna at South Wilkes- 
Barre, a new bridge being proposed at that place, and 
that a con iderable tract of land along the west side of 
the river has been bought for siding purposes. This con- 
nection would give a shorter coal route to tidewater 
direct from Nanticoke over the Wilkes-Barre & Eastern, 
instead of by the present route via Sunbury. 


Philadelphia & Reading.—Work has heen begun 
on double tracking the Little Schuylkill Railroad, a 
branch line of this company, from Tamaqua south. Four 
miles of the line, asfaras Zehners, will be completed 
first, but it is expected that the double tracking will he 
ultimately carried to Port Clinton, 20 miles from Tama- 
qua. 


Pittsburgh, Monongahela & Wheeling.—Grading 
on this road was begun at Mononaghela, Pa., last week, 
and a large force of men areat work. A preliminary 
survey for the entire line from Monongahela to Wheel- 
ing has been made, and the location has been completed 
for25 miles. Engineers are now in the field locating the 
balance. All right of way has been secured. The com- 
pany proposes to complete the first division of 25 miles 
this year. It is expected_that extensive coal fields be- 
tween Monongahela and Wheeling will be opened up. A 
list of the officers of the company is given in another 
column. 


Queen Anne’s.—On Feb. 24 a bill was passed in the 
House of Representatives of Delaware amending tle 
charter of this company so as to provide for an ext: n- 
sion of its line from a point within three miles of the 
terminus at Lewes, Del., to Rehobeth Beach or a poii t 
upon the coast within three miles of the beach. The bill 
also provides for a right of way over such state land as 
the route may cross. A contract for construction be- 
tween Ellendale and Lewis, via Milton, the last 16 miles 
of the road, has been awarded, and work will begin at 
once. Grading has been completed between Greenwood 
and Ellendale, and tracklaying is in progress With its 
completion the road will be ready for operation from 
Queenstown to Ellendale, 40 miles. This line will make 
a direct route from Baltimore to the Atlantic Ocean, the 
total distance being 90 miles. 


Scalp Level.—A charter was granted to this company 
on March 2 to build a line from Scalp Level, Somerset 
County, Pa., northeast seven miles, to connect with the 
South Fork branch of the Pennsylvania at Lovett, Cam- 


bria County. The capital stock is $400,000. The 
directors are: F. S. Lewis, of Philadelphia, President; 
FE. J. Strain, B. H. Taylor, G. W. Young, C. D. Sanger, 
W. J. Davis and W. K. Stager. 








Electric Railroad Construction. 





Allegheny, Pa.—At a meeting of the Board of Direc- 
tors of the Mount Troy, Wickline Lane & Reserve 


Township Traction Co, held recently it was decided to - 


push the work of building the proposed road as fast as 
possible. 


Baltimore, Md.—William Ferguson & Bro. have 
nearly completed the car barn of the City & Suburban 
Railway Co.. at Irvington. It is built of brick and steel, 
with a slate roof and is 140 ft. wide by 451 ft. deep. The 
company will have 12 tracks laid the length of the build- 
ing, giving it a capacity for about 250 cars. 


Bradford, Pa.—The new Olean, Rock City & Brad 
ford Railway Co., which was recently gran a charter 
in Pennsylvania and New York, will be 21 miles long, 11 
miles in New York State and 10 miles in Pennsylvania. 
H. L. Pierce, Leominster, Mass., is President. 


Brooklyn, N. ¥Y.—The Rockaway Electric Railway 
Co. filed articles of incorporation on Feb. 15, to build 
a road about four miles long in the vicinity of 
Rockaway, in oe County. The directors for the 
first year include Remington Vernon, of Arverne: 
Joseph McClean, G. F. Keller, Cornelius Conolly and 
Frederick Gibbs, of Brooklyn. The capital stock is 
placed at $250,000, of shares of $100 each. 


Charleston, S. C.—The consolidation, by purchase, 
of all the street car lines of Charleston was formally 
made last week, under the name of the Charleston 
Electric Street Railway Co. Bids were received last 
week, and opened for the erection of a new power-house. 
Contracts will be awarded this week. The terms call for 
its erection at once, so as to be in operation by May Ist. 
Contracts for apparatus for the power-house will be 
made at the same time. 


Concord, N. H.—At a meeting of the House Rail- 
road Committee held Feb. 24, it was voted to report un 
favorably on the four syndicate Klectric Street Railway 
bills incornorating a line from the State line to Canada 
as mentioned last week. 


Dayton, O.—The Dayton & Eaton ‘lraction Co. has 
been incorporated by H. B. Pruden, A. G. Freight, J. E. 
Pierce and others, with a capital stock of $50,000. 


Durham, N. C.—A Boston syndicate has applied to 
the Board of Aldermen of Durham City for a 40-year 
franchise for an electric road through Durham, East 
Durham and West Durham, the latter two towns (where 
cotton mills and other large manufacturing plants are 
located), being situated each two miles to the east and 
west of the city proper. Tbe road would be over ten 
miles in length, including the principal streets of Dur- 
ham. The franchise will probably be granted and the 
road built. ~ 


Framingham, Mass.—The stockholders of the Fram- 
ingham Union Street Railway Co. have given the direc- 
tors of the road full power to change the motive power 
to electricity and the directors are authorized to issue 
debenture bonds or treasurer’s notes. The Framingham 
Centre division will probably be the first to be remodeled. 


Glens Falls, N. Y.—The Glens Falls, Sandy Hill & 
Fort Edward Electric Railroad has filed a certificate of 
extension of its road across the bridge over the Hudson 
River at South Glens Falls, 


Halifax, N. S.—A bill is now before the provincial 
legislature to incorporate the Halifax & Bedford Electric 
Co., for the purpose of operating an electric road and 
supplying electric power. The capita) stock is to be 
$300,000, and among the promoters are Messrs. W. E. 
Crowe and A. E. Sulis, of Halifax. 


Hazleton, Pa.—Select Council has passed the ordin- 
ance authorizing the Hazleton & North Side Railway to 
extend tracks onjGreen street. In the spring the com 
pany will begin the construction of about 15 miles of 
extensions, one running to Beaver Meadow. 


Ingersoll, Ont.—The Ingersoll Radial Electric Rail- 
way Co., which is seeking incorporation, propose to con- 
struct an electric road from Ingersoll to St. Marys, Til- 
sonburg, Brownsville and other towns. The capital 
stock is $500,000. 


Jacksonville, Fla.—Mr. L. R. Benjamin, President 
of the Benjamin Park Railway Co., informs us that the 
route cf the new line will be from tae intersection of 
May and Gilmore streets, in Riverside, which is a part 
of Jacksonville, westerly along said street to Rudolph 
street; thence along said street westerly to Fifth street ; 
thence to the city limits, and continue in westerly direc- 
tion to Benjamin Park. The road is already graded and 
all material has been arranged for. For about a year 
the cars will be propelled by mules, after which time 
electricity will be used. 


Kansas City, Mo.—The contracts have been closed for 
the complete construction of the electric line on Wyan- 
dotte street from the Grand (entral depot at Second 
street to the southwest boulevard, and of the boulevard 
line from Rosedale to Nineteenth and Main streets. In 
the construction of these lines and the first cost cf the 
active operation of them, not less than $200,000 will be 
expended. The contract price for the roadbed on Wy- 
andotte street amounts to $110,010, the overhead work, 
wiring and poles on Wyandotte street and the boulevard, 
$70,000, and the new cars and extra apparatus required 
for the operation of the roads to at least $20,000 more. 
The limit fixed by the contracts for the completion of all 
the construction is May 1, 1897. The contract has been 
made with the American Railway Construction Co., ot 
Chicago. 

Penn Yan, N. ¥.—Penn Yan, Keuka Park & Branch- 
port Railway, to which we have previously referred, has 
applied for a franchise to operate an electric read, 8 
miles long, from Penn Yan to Branchport, in Yates 
County; capital, $100,000, and among the directors are 
William S. Reed, of Leomiuster, Mass.; W. H. Tylee, of 
Worcester, Mass.; C. L. Tylee, cf Corning; Henry R. 
Sill, of Bluff Point, and John H. Lown, of Penn Yan 
Capital stock, $100,000. 


Plainfield, Wis.—An electric railroad will be built 
from Oshkosh, through Waushara County, to Stevens 
Point. 


*‘oanoke Rapids, N. C.—A charter has been ob- 
tained for a short branch line, not exceeding 5 miles, by 
the Roanoke Rapids (N. C.) Power Co., extending from 
the town of Roanoke Rapids, N. C., to a point on the 
Raleigh & Gaston division of the Seaboard Air Line 
in Halifax County, N. C. 


Titusville, Pa.—The council passed an ordinance 
granting the new Titusville Electric Traction Co. a 
franchise. Work will commence as soon as the right 
of way has been secured to Pleasantville, six miles on 
the east, and to Hydtown, three miles west. 


_ Waterford, Me.—The town has voted $10,000 to aid 
in the proposed electric road between Norway and 
Waterford, as previously referred to among our notes. 


Worcester, Wass.—The Worcester & Marlboro Street 
Railroad, previously referred to. will probably be built 
in the near future, although the assent of the Railroad 
Commissioners has not been secured. If permission is 
secured the Worcester Construction Co, will build the 
line: the Webb Granite and Construction Co.. will build 
the retaining wall at the causeway across Lake Quinsig- 
amond; Cutting, Bardweit & Co will build the power- 
house in Northboro; the rails will come from the Penn- 
svlvania Steel Co., and the electrical equipment from 
the General Electric Co. 





GENERAL RAILROAD NEWS, 





Altoona, Cleurfield & Northern.—This road, which 
extends trom Altoona. Pa.. northwest to Dougherty, 17 
miles, including branches, was sold at Altoona on Feb. 
26 to pay outstanding debts and the interest on its 
bonds. The road was bought in by William L. Shellen- 
berger, who represented the largest bondholders. It is 
said that the bondholders propose a reorganization. 


Atchinson, Tepeka & Santa Fe.—Earnings for 
January and for the seven months ending Jan. 31, 
were: 

















January: 1897. 1896. Inc, or Dee. 
Gross earn............ $2,237,139 $2.484.664 . $247,525 
Oper. expen.......... 1,799,184 1,721 028 I. 78 156 

NER GNU. soc ccc $437,955 $763,626 D. $325,681 
Taxes and rentals.... 151,379 151,468 OD. 89 

Income from oper.. $286.576 $612,168 D $325,592 
Av’r’ge oper. mileage. 6,435.29 6,172.60 37.31 

Seven months: 

Gross earn,........... $18,424,307 $17,891,096 ‘iT. $530,281 
Oner. GEpeR........0.. 12 999,754 13,584,875 D. 585,121 

Not G6tih- 56355000000 $5,424,553 $4,309,151 I $1,115,402 
Taxes and rentals.... 1,111,919 1,136,811 D. 24,892 
Income from oper..... 4,312,634 3,172,340 I. 1,140,294 
Av’r’ge oper, mileage. 6.435,.18 6,489 .22 45.04 


Augusta Southern.—This road, which extends from 
Augusta, Ga., southwest to Tennile, 84 miles, was, on 
March 1, leased in perpetuity aud surrendered to the 
South Carolina & Georgia Under the terms of the 
lease the South Carolina & Georgia agrees to pay the 
interest on the $400,000 first mortgage bonds of the 
lessor company ($4,700 a mile}. The line connects with 
the Central of Georgia aud Wrightsville & Tennile 
roads at Tennile. 


Bosten Elevated.—The company’s charter has been 
bought by Kidder, Peabody & Co, and a bill has been 
introduced into the Legislature to provide for altering 
and enlarging the road in several important respects. 
The principal feature of the bill is the avoidance of all 
elevated structures in the congesterdistrict and obtaining 
the use of the subway. Provisions are made for branch 
lines to run to Charleston and Cambridge on the north and 
to Roxbury and South Boston on the south. Some other 
features of the bill are: The use of “electricity or other 
motive power except steam”’: the corporation shall have 
the right to remove obstacles such as poles, wires, street 
pipes, etc.; the property ofthe West End Street Rail- 
way may be leased, purchased or operated by the corpo- 
ration; immunity is granted from all taxation for 30 
years, except its taxes asa street railroad company and 
a percentage based on its annual dividends;a fare of 
five cents for a continuous passage between any two 
points, which fare may not oo reduced by law for 30 
years; free transfers on all its lines; lines connecting 
railroad terminals (i. e., the Atlantic avenue branch) 
may be so constructed that cars may be hauled thereon, 
and such cars, freight and baggage, are permitted to be 
hauled on these lines; Cambridge street to be widened 
near the incline connecting with the subway, and other 
inclines to be similarly provided for; the corporation 
must deposit $300,000 with the State Treasurer, to he for- 
feited if it negligently fails to build at least five miles of 
double track within two years. 


Canadian Pacific.—Earnings for January have been 
reported as follows : 


897 1896. Inc. or Dec. 

CO ee Pee $1,312,924 $1,474 998 D. $162,074 
COS ORRO. Ss o5 5.6. ccece 939,581 979.048 D. 39,467 
NGR GMM iatainisedecseccsce $373,243 $195.950 D. $122,607 


Jacksonville, Tampa & Key West.—The sale of 
this road, which was to have taken place March 1, has 
been postponed until April 5. The Commissioners made 
an effort at Jacksonville, Fla., on March 1, to sell the 
property, but there were no bidders. 


Central ot New Jersey.—The statement of the 
Lehigh & Wilkes-Barre Coal Co., which is owned and 
operated by this road, for the year ending Nov. 2. 1896, 
has been published. All information as to this company 
has been refused since the report for the year ending 
Dee. 31, 1893. The statement shows that the total sales 
of coal for the yearin question amounted to $8,129,333 
as against $10,776,767 in 1893. A deficit of $1.052,531 is 
shown as against a surplus of $449,029 in 1893 No balance 
sheet is presented, but the following figures are given: 
The funded debt amounts to $15,084,000; income bonds, 
$2,353,000; mortgage, $10,000 and past due coupons, $5,- 
472.552, atotal of $23.009,552. The floating debt of the com- 
pany is $3,400,224. Mr. J. R. Maxwell. president of both 
the railroad and coal companies, states that this report 
covers a period during the last part of 1895 and the early 
part of 1896, when the lowest sales of coal were made; 
that since that time the prices of coal have been higher, 
and that for the last six or eight months the coal com- 
pany has been earning enough to pay fixed charges. The 
bonded debt ot the company is nearly all bearing7 per 
cent. interest, and will mature in the next few years, 
when it will be refunded at a lower rate of interest. The 
unpaid coupons beld by the railroad company will be 
funded at the sume time. 


Chicago, Lake Shore & Eastern of Chicago.—The 
Calumet & Blue Island has certified to a consolidation 
with the Chicago, Lake Shore & Eastern Railroad of 
Chicago, under the name of the Chicago, Lake Shore & 
Eastern Railway of Chicago, and to an increase of capi- 
tal stock to $250,000. Also to an enlargement of objects 
of incorporation, extending the operations of the road to 
include territory from north boundary of Lake County, 
through Chicago, to a point on a western line of Bremen 
Township, Cook County, Ill. The road-is controlled by 
Illinois Steel Co. interestsi and ,connects its several 
plants, 
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Chicago, Milwaukee & St. Paul.—The earnings for 
January and for the seven months ending Jan. 31 were: 








January: 1897, 1896. Inc or Dec, 
Greed COFR...0c0c0 ++ $2,010,449 $2,329,622 D. $319.17% 
Oper. expen.......... 1,305,857 1,541,909 D. = 236 0452 

MGE GBTO...52600 nse $704,592 $787,713 PD. $83.'20 

Seven months: 

Gross @CAPN.....-0.0006 $18 748,732 $20,297,344 D. $1,648,619 
(iper. CZPCOD...... <x 11,259,263 11,707,026 dD. 447 773 
Serer $7,489,468 $8 690,308 D. $1,200 839 


Cleveland, Cincinnati, Chicago & St. Louis.— 
Earnings for January, and for the seven months ending 
Jan. 31 were: 














January: 1897. 1896. Ine. or Dec. 
GLOBE CBTD. .cccccese cove $1,056.720 =, $1,192,259 D, $45,539 
ee 779.097 860,155 D. 81,058 

ROR RED 590500500 000 $277,623 $242,104 IT. $35,5'9 

Seven months: 
eS OEE $7,746,144 $8,484.755 TD. $738,611 
Uper, CXPOD..... ceccses 5,790,384 6,285,339 D. 494,955 

Net earn. ooo >= ie DAS I60 $2.199.416 D. $243 656 
CRBEBOG. <0 cc0ccccccccccce 1,663,410 1,656,530 a 6,880 

|) err $292,350 $542,886 D. $250,526 


Columbus, Hocking Valley & Toledo.—On Feb. 25, 
the Ohio courts appointed Mr. N. Monserrat Receiver of 
this company. The application was made bv the Cen- 
tral Trust Company of New York. The Vice-President, 
Mr. Davis. has issned a statement explaining that the 
immediate requirements of the company demand the 
assistance of outside parties to secure the money neces- 
sary to pay the coupons due March 1, which amount to 
$221.00. and to proyide for the retirement of $1,401,000 
underlying 7 per cent. bonds, which mature next Octo- 
ber. In the petition it is alleged that the amount of in- 
terest coming due on the company’s bonds within the 
next 30 days is $290,000. ‘Ihe floating debt is about $350.- 
000. The security holders of the road will not give suf- 
ficient aid, and therefore the assistance of Messrs. J. P. 
Morgan & Co. has been called in to bring about a reor- 
ganization. Mr. Davis attributes the present situation 
to the great depression in general, and specifically to the 
unparalleled competition for coal traffic in the territory 
of his company. Messrs. J. P. Morgan & Co. have issued a 
notice to the Hocking Valley bondholders in which they 
say that it is admitted that a default of the March cou- 
pons is inevitable, and holders of all classes of bonds are 
invited to deposit them with J. P. Morgan & Co. An 
agreement for reorganization wil! be prepared if neces- 
sarv, but meantime Messrs. J. P. Morgan & Co. are pre- 
pared to advance $25 on each $1,000 5 per cent. bond de 
posited. Negotiable receipts will be issued for the bonds 
deposited 


Erie.—The gross earnings for the three months end- 
ing Dec. 31 were $7,823,551 ; operating expenses, $5,427,- 
251. making the net earnings $2,396,300, Other income 
received amounted to $22,870, making the total net in- 
come $2,419,170. The charges amounted to $2,109,078, 
leaving a surplus of $310,092. 

Earnings for January and for the seven months end- 
ing Jan. 31 were as follows : 














January: 1897, 1896. Inc. or Dec. 
Gross earn.......... $2,222.619.92  $2.344,077.19 D. $121,457.27 
Oper. expen.........- 1,884,352.89 1,865,221.65 I. 19,128 24 

Net earn........... $338,267.03 $478,852.54 D. $140,585.51 
Seven months: 
Grows GOIN..... vos00% $18,823,541 $19,258,561 D. $435,020 
Oper. expen........... 13,699,465 14,252,022 D. 552.557 
WBC GREN. .ss0500 5505 $5,124,076 $5,006,539 TI. $117,537 


Lake Shore & Michigan Southern.—Earnings for 
the three months ending Dec. 31, and for the year 1896, 
were : 

















Three months : 1896. 1895. Inc. or Dec. 
GEGES CBT .000+sccsccces $5,042,531 $5,849,571 PD. $807,040 
Oper. expen.........00 3,242,268 4,255,097 D. 1,612,889 

oe eee $1,800,223 $1,594.474 1. 205,849 
Other income.... ...... 20,553 60,667 D. 410,114 

Total income......... $1,820,576 $1,655,141 I. $165,735 
Fixed ch rges.......... 1,212,870 1,099,514 A. 113,3°6 

NG ko cheb codcnee $608,006 $555,627 I. 52,379 


Cash on hand, $1,825,019; profit and loss surplus, $11,- 
449,858. 














Year: 1896. 1895. Inc, or Der. 
CEE GRID wv osncecnesnns $20,193,956 $21,016,034 $822,078 
DNS CEPOR. 02.0. oxccnes 12,964,241 13,918,274 954,033 

NONI 6c ave sas osuee $7,229,715 7.097.760 T. $131,955 
Other income........... 354,811 413,579 D. 58,768 

Total income,......... $7,584,526 $7,511,339 I. $73,187 
Fixed charges ......... 4,562,128 4,482,526 L 79,702 

oo OEE ee $3,022,398 $3,028,913 D. $6,515 
DIVA ORAS.......06 000000206. 2.967,990 2,967,990 

PRD cbarseecusses en $54,408 $60,923 D, $6,515 


Long Island.—Corporation Counsel Burr, of Brook- 
lyn, has prepared and sent to Albany a bill providing for 
the improvement of Atlantic avenue. The bill was 
drawn up in accordance with a report of the Atlantic 
Avenue Commission of Brooklyn, the substance of 
which was given on page 39 of our issue of Jan. 15 last. 
The cost is to be born equally by the city and the Long 
Island Railroad, but the expense to the city must not 
exceed $1,250,000. The work is to be supervised by a 
board of seven commissioners to be appointed by the 
Mayor. Two of them, however, are to be named by the 
railroad company. 


Louisville & Nashville.—Suit has been brought 
against this company in the United States Circuit Court 
at Springfield, Ill., by the Peoria. Decatur & Evans- 
ville Railroad, which claims $100,000 as its share of the 
earnings of the Henderson Bridge Co. The Henderson 
bridge, over the Ohio River at Henderson, Ky.,was built 
in 1884 by the Louisville & Nashville, the Peoria, Deca 
tur & Evansville, the Evansville & Terre Haute and the 
Henderson Bridge Co. It is now operated by the Louis- 
ville & Nashville,which, in union with other connecting 
roads, guarantees yearly totals of $200,000. being inter- 
est on bonds $120,000, dividends on stock $50,000, sinking 
fund charges $20,000 and maintenance, repairs. taxes, 
etc., $10,000. The complainant alleges that the company 
had neither right nor authority to assume entire control 
of the bridge and to appropriate the earnings, and that 
in addition it arbitrarily fixed rates which diverted 
traffic from the bridge to benefit its own line. An ac 
counting is asked, 

Earnings for January and for the seven monthsending 
Jan, 31 were: 


January: 1897. 1896 Inc, or Dec. 
Gress earn,..... «+e Bl,602,516 $1,688,537 D. $86,021 
Oper, expend ,,...-....-- 1, 108.733 1,066 482 i. 42,251 


NCL CAFD rpecpevevereeees $493,783 $822,055 D, $128,272 


Seven months: 
ee, $12.195.433 $12,408,619 D. $213,186 
Oper. expen......... oe 8,170,397 7,902,122 I. 268,275 
5 hE $1,025,036 $4 506,197 D. $481,461 


Louisville, Evansville & St. Louisx—On Feb. 25 
the Reorganization Committee acquired a controlling 
interest in the New Albany Belt & Terminal road. The 
committee purchased a majority of the $3(0,00) of bonds 
at 5714 cents. The belt road extends from the east to the 
west end of New Albany. Ind . 2.25 miles. It was built 
in connection with the Kentucky & Indiana Bridge Co., 
by which it was controlled and operated, making con- 
nections with the lines entering Louisville by way of 
New Albany. The belt line will be used by the company 
in connection with the Kentucky & Indiana bridge, to 
secure an entrance to the Union station in Louisville, 
Ky. 

New York, Chicago & St. I ouis.—Earnings for 1896 
are reported as follows: 























1895. 1895. Inc. or Dee. 

COE GOT ivess: svesessvne $5,587,765 $6,317,950 D. $73°,184 
Oper. expen... Seuuye 4.704,351 5,089 719 D. 385,568 
Net earn........... Le. $883,415 $1,228,231 -D. $344,816 
Other income........ ...- 9,643 858% =o 60 
Gt ones scsencs os ss ce SRS OR $1.236,8.4 D. $343,756 
PAPAS scsscces csocsiens 889 972 995,507 =D 65,535 
Balance........ oa $3 086 $281,307 1). $278,221 
Dividend...... eM 6Cebee! naeeeeb 250,000 D. 250,000 
Surplus........ chee ace $3.C86 $21,307 D. $28.2? 


North Carolin:.—The bill to annul the lease of this 
road to the Southern, which passed the North Carolina 
House of Representatives recently, was defeated in the 
Senate on Feb 26 A substitute bill was passed which 
provides for the lease of the road to the Southern for 36 
years instead of for 99 years, the term of the present 
lease. ‘This substitute hill must now go back to the 
House for adoption, but it is expected that it will be 
passed. The road extends from Goldsboro, N. C., to 
Charlotte, N. C., 223 miles. On Auy. 1, 1895. a lease was 
made to the Southern for 99 years, the annual rental to 
be $266,000 for the first six years and $280,000 thereafter. 


Philadelphia, Wilmington & Baltimore.—Earn- 
ings for the year ending Dec. 31 have been reported as 
follows: 





1896. __ 1895. Ine. or Dec. 

AGS MIDs sines sivecsivacen $9,047,131 $9,142.532 D. $95,401 
OPEL. CENC 0.0055 osvccece 6,694,0: 7 6.526 890 Ll. 167,117 
NOU BRP so .0cci50a0<ue *. «$2,353,124 $2,615,642 D. $262,518 


The passenger business for the year 1896 decreased 914,- 
006 in the number of passengers carried, increased 1,570,- 
683 in the number of passengers carried one mile, and 
decreased $68,306.55 in revenne. The freight business for 
the year decreased 92,524 tons in the number of tons 
moved, and increased 2,911,559 in the number of tons 
moved one mile, and decreased $80,822.47 in revenue. 


St. Joseph & Grand Island.—A reorganization of 
this company has been etfected and hereafter the road 
will be operated as a separate system, independent of 
the Union lacific. Thé road extends from St. soee, 
Mo., to Grand Island, Neb., a distance of 251 miles. 
The property includes the St. Joseph Bridge Building 
Co.’s bridge at St. Louis. The road has been operated as 
a part of the Union Pacific System since Jan. 1, 1890, 
the latter road owning $2,801,500 of the company’s capital 
stock, but no bonds. On Oct. 18, 1898, the property 
passed into the hands of the Union Pacific Receivers, 
who have now been discharged Plans for the reorgani- 
zation were adopted at a meeting of the first mortgage 
bondholders, held on May 19, 1896. The original plans 
as for the issue of $4,000,000 first mortgage gold 

onds, $5,590,000 first preferred five per cent. non-cumu- 
lative stock, $3,500,000 second preferred four per cent. 
non-cumulative stock, and $4,690,000 common stock. 
The reorganization was effected at a meeting held on 
Feb, 22, when the officers and directors, whose names 
are given in another column, were elected. The capital 
stock is $15,500,000. 


Union Pacific.—At a meeting of the holders of the 
consolidated first mortgage bonds of the Kansas Pacific, 
held in New York on Feb 25, the holders of over $6,000,- 
000 ot bonds voted to accept the modification in the 
Union Pacific plan of reorganization which gives them 
50 per cent. new 4 per cent. first mortgage bonds of the 
reorganized Union Pacific company and 110 per cent. in 
preferred stock instead of 80 per cent. in bonds and 50 per 
cent. in preferred stock as provided in the original plan. 
Receiver O. W. Mink submitted a statement showing the 
net earnings of the Kansas Pacific (after deduction of 
taxes! to have been #660,000 in 1896, $711,000 in 1895, $696,- 
000 *n 1894 and $973,00U in 1893, making an av-rage of 
$760,000 per year applicable for interest. Winslow S. 
Pierce, counsel for the Reorganization Committee, gave 
the following facts as to the capitalization and charges 
of the Kansas Pacific: The net earnings, as stated by 
the Receivers, must be marked down $100,000 for ac- 
count of equipment charges, so that the average earning 
capacity is about $650,000 per annum. In addition to the 
government debt of $12,000,000, there are outstanding 
the following bonds: Onthe Eastern division, $6,303,- 
0U0, and on the Western division, or the Denver Pacific, 
$3,500,000, all being prior to the Kausas Pacific consols. 
"here are thus practically $10,000,000 of bonds ahead of 
the consols on the 245 miles, which they cover, which are 
not covered also by the government lien. Therefore, the 
Kansas Pacific has recently earned only about $60,000 
per = over the charges on the liens prior to the 
consols. 


W abasb.—Earnings for January and for the seven 
months ending Jan. 31 are reported as follows: 





January: 1897. 1896. lie. or Dec. 
CeCe ey ee ee $539,158 $976,8:E D. $141,748 
OEP; CEP RD svenes dense 628,470 754,151 DV. 95,681 

NGL OBIT. Kaci: Sime coscscor $196,585 $242,655 D. $46,067 

Seven mon hs: 

MSUGRE PATA. 5 <csccc cow! seacke $6 £69,117 $7,954,700 =D. $985,583 
ASTODE ORDER 3 vis cesarview ee sees. 4,871,790 5,384,479 D. 712,689 
MeL GUPN: .ccccceeens snare $2,097,327 $2,370,271 D. $272,894 








Electric Railroad News. 





Burlington, la.—Judge Smyth has signed the decree 
ordering the foreclosure of a mortgage against the Bur- 
lington Electric Street Railway Co., brought by the 
American Loan and Trust Co. The capitai stock of the 
company is $650,000. There appears to be a desireon 
the part of some to dispose of the property and form a 
pew company with an increased capital stock, Of that 
we shall speak later 


Brooklyn,—The following statement has been made 


by the Brooklyn Rapid Transit Co. for February, show- 
ing the gross earnings for 





February: 1897. 1896. 
Brooklyn Heights R. R. Co... ....sceceecee -QS1L,552 $313,238 
Brooklyn, Queens County & Suburban R. R. 

Geiaccascesvoonssqavere babeedess’ aon Lee omens 48.7€2 47,328 

$360,254 $360,568 

Eight months ending Feb, 28: 1897. 1896. 
Brooklyn Heights R. R.Co....  —.... $3,003,262 $2,882,527 
Brooklyn. Queens County & Suburban 

Wo MR ntcccesasamanscovasesvesanan® © $86,557 458.291 

$3,189,819 $3,340,818 


Chicago.—On Feb. 25 the Court directed Attorney 
Meyer, of the Chicago & Englewood Street Railway Co., 
to issue Receivers’ certificates to the amount of $313,000. 
to pay off the present indebtedness avd complete the 
road, and to present them to the Court for further con- 
sideration. Latest accounts state that the Receiver has 
been authorized to issne $60,000 series “ A ’’ certificates 
and $265,000 series ‘‘ B” to pay lienors and complete the 
storage battery system. of the road from Sixty-fourth 
street, along Vincennes road, to Blue Island. 


Niagara Falls, N. Y.—Articles of consent of a ma- 
jority of the stockholders of the Niagara Falls & Lewis 
ton Railroad Co. have been filed in the office of the 
County Clerk empowering the company to mortgage its 
property and franchises to the Knickerbocker Trust Co. 
for $1.000,000. A report states that the debt is to be cre- 
ated by issuing 1,000 bonds of $1,000 each, dated June 1, 
1895, due in 30 years from that date. The bonds are to 
bear interest at five per cent, which is tobe payable semi- 
annually. Both the principal and interest are payable in 
gold. The capital stock of the company is $1,400,000. 


St. Louis.—The motion for the appointment of a 
Receiver for the St. Louis & Kirkwood Railroad has 
been denied. 

Scranton, Pa.—Five thousand people have signed a 
petition asking Mayor Bailey to secure three-cent fares 
on the electric lines for workingmen. 








TRAFFIC, 





The Joint Traffic Association, 


Tbe Managers have decided that immigrant fares 
shall not be advanced until June 1. 

Commissioner Blanchard announces that the reduced 
rates to Colorado and Utah, by the Pennsylvania about 
10 days ago, were issued under a misapprehension and 
will be promptly withdrawn. 

The Board of Control of the Association met on 
March 2. Mr. Depew made a speech accepting the office 
of Chairman. An appropriate resolution on the death 
of George B. Roberts was adopted. It said, in part: 

““Mr. Roberts met successfully every requirement of 
his position, and increasing Higa added to his reputa- 
tion with the people and with his associates. It was in 
our meetings that he exhibited his best qualities. 
He was as quick to acknowledge an error or a fault as 
he was to denounce deceit or hypocrisy or faithlessness 
in adherence to agreements. The weakest member of 
the association was as sure of his support when right as 
the strongest. When labor and controversy closed and 
the social hour came, that sweet and tender spirit, 
that warm and sympathetic heart, that kind and 
genial manner, that quick and bonest mind bound to 
him in ties of appreciative friendship every member of 
this board.’’ 

The committee appointed at the last meeting to consider 
the questions of uniform time for fast freight trains, mile- 
age on private freight cars, and other questions reported. 
but no action was taken. The committee appointed to 
confer with President Fink, of the Norfolk & Western, 
in regard tothe reduced rates put into effect by that 
company, reported that an early adjustment of that 
difficulty was probable. Commissioner Blanchard re- 
ported conditions on eastbound business from Chicago 
better than at any recent period. A committee was ap- 
pointed to confer with the ‘“‘ Clover Leaf” and the Louis- 
ville, Evansville & St. Louis in regard tothe rate dis- 
turbances affecting St. Louis business. Joseph Ramsey, 
Jr., is chairman of this committee. The next meeting 
will be held on May 13, and it was decided that in future 
meetings shall be held at least once in every two months. 


Chicago Traffic Matters. 


CuicaGo, March 3, 1897. 

The possible dissolution of the transcontinental pas- 
senger association is the latest sensation. The Canadian 
Pacific insists on applying its differentials of $7.50 first- 
class and $5 over the Soo-Pacific line from St. Paul to 
the Pacific coast. This right is denied by its competi- 
tors. There was a heated discussion in the association, 
and the Canadian Pacific was worsted : it then appealed 
to ~ Chairman for relief and the appeal has been de- 
nied. 

A statement has been prepared showing to what ex- 
tent the interchangeable feature of mileage tickets has 
been introduced on Western lines. The Alton and the 
Santa Fe are the only two lines that have not the feature 
in operation more or less. The statement referred to 
shows that Burlington mileage tickets are good on 19 
lines, St. Paul on 16, Chicago & Northwestern and the 
Omaha line on 24, Wiseonsin Central 11, Wabash 10, 
Chicago Great Western 9, and Illinois Central 6. A 
meeting is to be held this week to decide as to an ex- 
tension of the interchangeable feature on all the roads. 

Eastbound shipments from Chicago and Chicago Junc- 
tions to points at and beyond the Western termini of the 
trunk lines for the week ending Feb.25 amounted to 110,567 
tons,as compared with 116,693 tons the preceding week. 
This statement includes 5¥,272 tons of grain. 11,023 tons 
of flour and 10,578 tons of provisions, but does not in- 
clude live stock. The following is the statement in de- 
tail for the two weeks: E 

















, WEEK ENDING | WEEK ENDING 
FEB. 25. Fes. 18. 
Roads. 
Tons. p.c Tons. | p.c 
Baltimore & Ohio........... 7,454 6.8 9,202 79 
,C.,C. & St. Louis........ 6,740 6.1 9,968 85 
nara cae mereiste ty eealcsineais 10,490 9.5 8,456 73 
Grand: Trunk... «ie. ssaes.es 9,238 8.4 8,666 7.4 
LPS Re <a eee 15,303 13.8 14,902 12.8 
Michigan Central........... 18,483 16 7 15,988 13.7 
AS PRE o) CR a 9, 8.7 10,548 7.0 
Pitts., Cin., Chi. & St. Louis.| 11,178 10°1 10,911 9.4 
Pitts., Ft. Wayne & Chicago} 14.861 13.4 832 17.0 
WBA. oe sicecss esinrsinits eseael  4iROn 6-5 7.0 
DOGAISs occsiccess eens ceuniee 110,567 | 100.0 | 116,693 | 100.0 





























